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GOODS FOR EXPORT 
fact that goods made of raw materials in short supply 
to war conditions are advertised in this paper should not 


1 as indicating that they are available for export 





NOTICE TO SUBSCRIBERS 
nsequent on the paper rationing, new subscribers cannot be 
accepted until further notice. Any applications will be put on 
1 waiting list and will be dealt with in rotation in replacement 
§ subscribers who do not renew their subscriptions 


POSTING ‘‘ THE RAILWAY GAZETTE ’’ OVERSEAS 

We would remind our readers that there are many 
countries to which it is not permissible for private individuals to 
send printed journals and newspapers. THE RatLway GAZETTE 
possesses the necessary permit and facilities for such dispatch. 

We would emphasise that copies addressed 1o places in Great 
Britain should not be re-directed to places overseas 


overseas 





TO CALLERS AND TELEPHONERS 
| further notice our office hours are 

Mondays to Fridays 9.30 a.m. 
office is closed on Saturdays 


till 5 p.m. 


ANSWERS TO ENQUIRIES 
ison of staff shortage due to enlistment, we regret that 
longer possible for us to answer enquiries involving 
or to supply dates when articles appeared in back 
either by telephone or by letter 





research, 
numbe) 





ERRORS, PAPER, AND PRINTING 
Owing to shortage of staff and altered printing arrangements 
lue to the war, and less time available for proof reading, we 
ask our readers’ indulgence for typographical and other errors 
they may observe from time to time, also for poorer paper and 
punting compared with pre-war standards 
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Chancellor of Exchequer on Need for Exports 


SIR JOHN ANDERSON is the latest member of the Govern- 

ment to stress the importance of restoring our export trade. 
The Chanceller of the Exchequer was speaking at a luncheon of 
the Guild of Freemen of the City of London on February 11, and 
he declared that the restoration of Great Britain’s export trade 
was a task of first importance to which all leaders of industry 
and all concerned with finance should bend their energies, with- 
out allowing their attention to be distracted from war problems. 
He pointed out that the building of our industrial efficiency had 
been carried to the point at which it had become necessary to 
think of the necessity which would confront us before long of 
putting the engine into reverse. He hoped that they would have 
no disastrous sequence of slump and depression as after the last 
war, afid he advocated a policy of stability, in the forefront of 
which was regulated economy at home. Sir John Anderson’s 
speech perhaps has special implications for the important indus- 
tries linked with railway transport. There is no doubt their 
leaders are fully alive to the need for recapturing the export 
markets that they have been forced to forego as a result of the 
war and of seeking new outlets overseas for their products. 
Their efforts in this direction, however, must necessarily be con- 
ditioned by Government policy, and as yet there has been no 
very clear definition of that. 

ae: = 


The L.M.S.R. Dividend 


The announcement by the directors of the London Midland & 
Scottish Railway Company of the net revenue and dividends for 
the year 1943 was made as our last issue was about to go to 
press, and the directors’ statement was given on page 151. 
Net revenue rose by £96,000 to £15,686,000, and the directors 
are again setting aside £400,000 for wartime contingencies. The 
payment on the ordinary stock is to be repeated at 2} per cent. 
With the amount brought forward of £95,000, the total available 
for distribution is £15,381,000, which compares with £15,389,000 
a year ago, when £199,000 was brought in. In the current 
accounts £87,000 will be carried forward. The distribution on 
the ordinary stock was in accord with most expectations, but 
there had been some who had hoped for a small increase, and had 
based their optimism on the view that, as the trust funds estab- 
lished to meet deferred maintenance were known to ‘be standing 
at a very high level, the directors might decide not to place 
further amounts to wartime contingencies. 


Deferred Maintenance and Contingencies 


At the end of 1942 the total balance in these deferred mainten- 
ance trust funds was £67,535,000, of which the L.M.S.R.’s 
share was £17,500,000. There can be no doubt that there has 
been a very substantial increase in these funds since that time, 
but it should not be overlooked that they are specifically ear- 
marked for making good maintenance which has had to be 
deferred as a direct result of the war. The board has acted 
wisely in taking steps to build up a reserve for wartime contin- 
gencies, which wil be available for more general purposes. With 
the £400,000 now earmarked, this fund, in the case of the 
L.M.S.R., will amount to £1,500,000. An extra } per cent. on 
the ordinary stock would absorb £119,000, and it is clear, there- 
fore, that it could have been paid only at the expense of the 
prudent financial policy which the board has adopted. The true 
position of the stockholders has been improved by the creation of 
the wartime contingencies fund. With so many factors in the 
railway situation still uncertain, they may yet have cause to be 
thankful for the wisdom of their directors in erecting and main- 
taining this reserve at the expense of a fractional diminution in 
possible dividends. That fund has been built up over four 
years, and in total represents little more than a payment of 
14 per cent. on the ordinary stock. 


The Indian Railways Rating System 


On another page will be found some notes on the session last 
November of the Indian Railway Conference Association, presided 
over by Mr. C. G. W. Cordon, Agent & General Manager of the 
M.S.M.R. In the course of his presidential address he out- 
lined the existing Indian rating system and practice. The basis 
of the system is a goods rates classification; all commodities are 
placed in at least one of its 16 classes, for each of which a flat 
rate per maund (34, ton) per mile is prescribed, irrespective of 
distance hauled. These are the highest rates the railways are 
allowed by Government to charge, but the lowest chargeable 
rates are also laid down. For such commodities as raw materials, 
and forest and agricultural produce, however, schedule rates, 
usually telescopic, are applicable. Each railway decides what 
commodities it shall carry at schedule rates and what particular 
schedules shall apply to them. There are, for instance, 20 
different schedules for food grains, and in the application of any 
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schedule the mileage is reckoned separately over each railway and 
not over the total distance. There are also special station-to- 
station rates, applicable only to particular commodities and not 
to the classes in which they stand, and only to the particular 
stations named, but not in the reverse direction. The railways 
are often criticised for the manner in which they exercise their 
powers of modifying or not their rates within the margins per- 
mitted by the Government, but they are responsible to no 
one for their decisions. A railway can, of course, reduce a rate 
only over its own system and not for the through distance, and 
it must conform to a certain procedure to make that change. 
secu 

Overseas Railway Traffics 

Prices of Argentine railway stocks have moved lowereduring 
the past week after an earlier rise following the improvement in 
the political situation. The advance in traffic continues. In the 
31st and 32nd weeks of the financial year the respective increases 
have been:—Central Argentine £27,480; Buenos Ayres & Pacific 
£20,580; Buenos Ayres Great Southern £14,280; Buenos Ayres 
Western £12,060; Argentine North Eastern £11,820; and Entre 
Rios £7,836. As already announced, the San Paulo (Brazilian) 
Railway Company has discontinued for the present the publica- 
tion of its weekly gross receipts on the ground that they may be 
misleading in view of the disproportionate increase in expendi- 
ture and the introduction of new labour regulations. The latest 
return published by the company was for the week to Janu- 
ary 23, showing the aggregate gross earnings from the beginning 
of 1944 to be £177,072, an increase of £52,669. Antofagasta 
traffics in 1944 to date are £16,370 higher at £177,960. 


No. of Weekly 
week _ traffics 


Aggregate Inc.or 


traffic dec. 
é 


£ 
3,146,700 + 141,060 
5,409,840 +517,320 
1,696,860 
4,600,152 + , 
4,787,200 + 1,001,600 


Buenos Ayres & Pacific* 32nd 120,300 


Buenos Ayres Great Southern* 
Buenos Ayres Western* 
Central Argentine* 

Canadian Pacific 


* Pesos converted at 164 to £ 


Gross earnings of the Canadian Pacific Railway for the complete 
year 1943 are estimated at £59,421,400, an increase of 
£8,048,600 jn comparison with 1942. Net earnings for 1943 are 
shown as £9,842,400, an improvement of £204,800. 


Egyptian Railways in Wartime 


Che position of Egypt is exceptional, as that country is not 
at war, but, nevertheless, has played and is playing a vital 
part in war communications, a position made possible by the 
fact that, when the Anglo-Egyptian 20-year Treaty of Alliance 
was signed in 1936, the military occupation of Egypt by British 
forces was terminated, but British Forces were permitted to be 
stationed in the vicinity of the Suez Canal (without prejudice 
to Egyptian sovereign rights) to ensure, temporarily in co-opera- 
tion with the Egyptian Forces, the defence of the canal until 
the Egyptian Army is in a position to ensure such defence by 
its own resources. In the summer of 1939, the British garrison 
of Egypt comprised an infantry division and an armoured 
division. An Indian division was moved thither just before the 
outbreak of war, and that autumn an Australian contingent 
arrived. In the late summer of 1940, after Italy entered the 
war, the Forces in. Egypt were strongly reinforced, and Egypt 
has become the headquarters of the M.E.F. The Egyptian State 
Railways have provided essential lines of communication, and it 
is, therefore, with pleasure that we are permitted to publish the 
two maps on pages 162 and 163. These railways are not in 
British occupation, but their resources have been increased in 
co-operation with the British military authorities and, as we have 
previously pointed out in these columns, the Egyptian railways 
ire enjoying particularly heavy traffics. 

oso 


Transport After the War 


In the current issue of The Banker, Mr. A. J. Pearson, Assis- 
tant to President, L.M.S.R., opens a series of articles which 
that journal is publishing under the general heading of ‘‘ Recon- 
struction Forum,’’ with a contribution in which he discusses 
various possible definitions of an efficient transport system. The 
result of a reasoned analysis of a number of factors in the 
problems to be faced is the conclusion that the charging powers 
of the different forms of transport should be placed on a basis 
of equality and should be inter-related; competition would then 
be in service and not in price, which would permit of organising 
all transport to secure loading in relation to capacity, and thus 
reduce to a minimum avoidable waste. In time it would mean 
a transport system composed of essential parts only, and all, 
including the public, would share in the benefits thus secured. 
Over the whole system there would be an upward limit to 
profits, and the interlocking of the various forms of transport 
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would ensure a lower limit, which the Railways Act of 199) 
failed to secure for the railways because it ignored the de velop- 
ment of road competition. Charges would be regulated by staty- 
tory machinery to which users would have full access. 


aac a 
Railway Research 


In our issue of October 1, 1943, we referred to a pamphlet 
by Sir Harold Hartley, F.R.S., entitled ‘‘ Are you Research. 
Minded? ’’ and we remarked that his plea for the use of scientific 
inquiry in tackling peacetime problems was in many ways a 
case of preaching to the converted so far as the railways are 
concerned. Some interesting evidence in support of our con. 
tention is provided by an article in the January issue of 
Discovery, in which Mr. T. M. Herbert, M.A., M.I.Mech.E., 
describes some widely varying tasks undertaken by the Research 
Department of the L.M.S.R. Four examples taken from his 
article are enough to indicate something of the scope of the 
work: measurement of the stresses in sleepers, chairs, and rails 
to determine whether the passage of high-speed trains was 
tending to increase stresses unduly in one or other of these 
components of standard permanent way; laboratory tests on 
electrical-signalling apparatus; the effect of high winds on the 
running of wagons in marshalling yards; the use of a cine- 
camera to record the behaviour of locomotive driving wheels at 
speeds of 100 m.p.h. 


Theory plus Practice 

The railways are in a particularly favourable position to apply 
the results of research. They are both manufacturers and users 
of engineering equipment, and this combination should make 
easier the proper correlation of modern scientific test results to 
the wealth of practical experience on the road that already 
exists. Mr. Herbert rightly stresses the importance of having 
a well-equipped laboratory for the investigation—to take an 
example—of some unexplained failings in the operation of a 
particular piece of apparatus. In the laboratory it is possible 
to isolate, and apply singly, probable contributory factors to 
the troubles, so that by a process of successive elimination the 
real cause of the failings may be found. In the matter of per- 
sonnel, too, the railways are fortunately placed. Too often 
research workers have the reputation of being theoretical 
scientists with their heads in the clouds. No such disadvantage 
should exist on the railways, where the men engaged on this 
work are not merely research-minded but are also essentially 
practical engineers. More than this, they are experienced rail- 
waymen, and the combination is already proving most fruitful. 


aac a= 
British Investments in Brazilian Railways 


The average return on British investments in Brazil, as 
quoted on the London Stock Exchange lists, for 1943 was 24 
per cent., or 0-4 per cent. higher than in the previous year, 
but the statistics compiled by The South American Journal show 
that in the railway section the return dropped from 2 per cent. 
to 1-5 per cent. At the end of 1943 there was £32,942,951 
invested in railways in that country, and the amount of interest 
forthcoming was £502,745. In 1942 the amount of interest 
received was £649,589, or nearly twice that in 1941. In the 
former year the increase was due to some substantial debenture 
arrears payments by the Great Western of Brazil Railway. Last 
year all the issues of the San Paulo . Railway received their 
usual payments, but of the total quoted £19,843,920, or as 
much as 60-2 per cent., went without remuneration. The return 
on railway investments in Brazil has not been above 2 per cent. 
since 1934, when it was 2-1 per cent. 


eas amu 
New Pipeline for the Middle East 


A recent announcement of the U.S.A. Department of the 
Interior concerning the construction of a pipeline for petroleum 
products from the Persian Gulf area to a point in the Eastern 
Mediterranean is of direct railway interest, as the establishment 
of such a pipeline will render unlikely the building of a railway 
through the area, by providing for the transport of the main bulk 
traffic that might be expected. The primary object of the pipe 
line, which is expected to cost up to $165 million, is to provide 
a reserve of 1,000,000,000 barrels of oil for the Naval and 
Military forces of the U.S.A. The agreement is made on behalf 
of the directors of the Petroleum Reserves Corporation (with the 
approval of the President of the U.S.A.) with the Arabian 
American Oil Company, operating in the Kingdom of Saudi 
Arabia, and the Gulf Exploration Company, operating in the 
Sheikdom of Kuwait. The idea is that the Petroleum Reserves 
Corporation will construct, own, and maintain the trunk pipeline 
system, and will return to the U.S. Government, within 25 years, 
the entire cost of construction, plus interest. It is intended that, 
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ion to the companies which are now parties to the agree- 
ovision be made for other companies to use the facilities 
| they fulfil stipulated obligations. The details which 
have been issued officially indicate that _the agreement ae 
comprehensive mixture of American security requirements and 
future commercial advantage. It gives wide powers of veto to 
the U.S.A. Government as to the sale of petroleum, or its pro- 
ducts, to any other Government or the nationals of any other 
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Steel Mineral Wagons Up-Graded 


circumstances, when the need for the optimum 
freight rolling stock is essential to cope with 
the movement of war traffics, any means toward the attain- 
ment of this end is important. Recently, the British Railway 
Clearing House has given permission for certain wagons pre- 
viously rated at 14 tons to be up-graded to 16 tons, and on 
another page we give some details of an all-British steel mineral 
wagon which comes within this category. This type of wagon is 
the registered design of Charles Roberts & Co. Ltd., Wakefield, 
and was originated in the year 1935. It combines strength and 
mplicity of design with reduced cost, and effects a consider- 

saving in tare weight ratio to pay load. Notwithstanding 
simpli city of design, to reduce both capital cost and the ultimate 

of maintenance, care has been taken to ensure that great 

h is incorporated where specially required, as, for instance, 
which during shunting operations have to with- 
strains. The tare weight of the complete 
which is approximately the same as the 
werage standard 1923 wooden wagon, which carries a load of 
some 114 tons. It will be seen, therefore, that these improved 
steel vehicles enable locomotives to haul increased pay load to an 
extent of roughly 30 per cent. 
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The Origin of the Train Staff 


to read what the ideas were of those who 
with the inspection of one or two of the early 
railways in the United — which were opened, either in 
whole or in part, as single lines. In doing so recently we noted, 
irticle by E. B. Ivatts, who wrote much on railways at 
Railway Herald for 1887, an account of what 
ippears to be the first use of the train staff and the principles 
iter developed into the train staff and ticket system. The 
lot engine system had been adopted at the opening of the 
Woodhead tunnel in 1845, on the M.S. & L.R., and 
, plotman is mentioned as working on a single line at Beattock, 
Caledonian Railway, in 1847. A “‘ pilot stick,’’ sent either on 
pilot engine or in the hands of a policeman on an ordinary 
ne, was introduced at the opening of the Standedge tunnel on 
1¢ Manchester and Huddersfield line in 1849. The credit for 
this arrangement was claimed for H. Woodhouse, the Superin- 
tndent and Engineer of the L.N.W.R. in the North-eastern 

, who to avoid delay ‘‘ arranged for the staff or stick to be 
duced, and this staff was always carried by the last train 
rengine, so that nothing could enter the tunnel in the opposite 
lirection.’’ The preceding trains departed on verbal order as 
ve had no tickets when this system commenced.’’ The 
Standedge staff was 3 ft. long and long staffs were the fashion 
for some time. 
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Long Locomotive Runs with Steam 


The recent boiler explosion on the Twentieth Century Limited 
f the New York Central System has brought into prominence 
that the streamline 4-6-4 locomotives on this service 
now working unchanged over the 925 miles between Harmon, 
New York (where steam takes over from electricity), and 
hicago. Even though this train has been decelerated by an 
ur, during the war emergency, from its 16-hr. schedule for 
958 miles, the present 17-hr. booking requires an overall average, 
luding all stops, of 57-0 m.p.h. westbound and 57-8 m.p.h. 
astbound between’Harmon and Chicago, with a train loading to 
17 vehicles of heavy American stock. Yet the engines are 
xpected to average six trips a week over the entire route, and 
ie thus accumulating an average of 20,000 to 24,000 miles 
monthly in these onerous conditions. The tenders recently fitted 
accommodate 43 tons of coal and 17,500 gal. of water. The 
principal records for long-distance running without change of 
‘ecomotive are those of the Atchison, Topeka & Santa Fe Com- 
pany, which has four diese] and ten steam locomotive through 
tins of over 1,000 miles rostered daily. The steam record is over 
1,789 miles between Kansas City and Los Angeles, handled with 
eleven intermediate changes of crew working large 4-8-4 locomo- 
tives. These are much slower trains than the Twentieth Century, 
with numerous stops, and the maximum monthly mileage reached 
by the steam locomotives is about 18,600. 


utside 


THE RAILWAY GAZETTE 155 


“The Railway Stockholder’s ” Manifesto 


of The Railway Stockholder contains a 

pungent article urging railway stockholders to support the 
Union in pressing for a revision of the agreement which the 
railway companies entered into with the Government in 
December, 1941. Although we have considerable sympathy with 
the views propounded, we suggest that some vital points have 
either been ignored or not put into proper perspective. 
Initially it should be pointed out that, although an outline of 
the financial arrangements between the Minister of Transport, 
the main-line companies and the L.P.T.B. was issued as a 
White Paper in February, 1940, it was never completed or fully 
implemented by the Government. 

Some hint of the reason for this can be found, for example, 
in the late Lord Horne’s speech to the Great Western stock- 
holders in February, 1940, when he stated it was the unanimous 
view of the companies that the offer of the Government, 
regarded purely as a financial arrangement, constituted a reason- 
for a general settlement. From this phrasing it is 
clear the railway managements generally expected that the 
proposed obligation of the Minister to provide machinery to 
ensure that rates, fares, and charges would be adjusted to meet 
variations in working costs and certain other conditions arising 
from the war, would prove unworkable in practice. And this, 
in fact, proved to be the case, for in March, 1941, the railway 
stockholders were informed by their chairmen that, although 
it was the understanding with the Government that charges 
would be adjusted promptly to meet increased costs, there was 
at that time, a substantial lag still remaining to be made good. 
Incidentally, it is understood that this lag amounted to well 
over £11,000,000 at the end of 1940. 

The Railway Stockholder is in error, therefore, in stating 
that the only reason advanced by the Government for desiring 
to revise the first agreement was because the alteration was 
necessitated by the war damage proposals affecting public utility 
undertakings. It was also due to the fact that the Chancellor 
of the Exchequer’s announcement in connection with the 1941 
Budget proposals that the Government had decided to adopt a 
national policy of stabilisation of prices was completely at 
variance with the Minister of Transport’s proposal that railway 
charges should be increased to keep step with increased costs. 
This point was very clearly made at the 1942 annual meetings. 
Further, the railway Chairmen did not state that the new agree- 
ment would not place stockholders in any more unfavourable 
position than they had under the first agreement. The Chairmen 
said they had informed the Minister that they were willing 
to negotiate a revision on that understanding, but they did not 
state that the Minister had accepted this condition as a 
precedent to negotiations. 

It is important to recall the circumstances in which the 
terms of the new agreement were negotiated. At the time in 
question the nation was experiencing its darkest hours: Germany 
had invaded Norway and Denmark; Holland, Belgium and 
France had capitulated; Italy had thrown in her lot with 
Germany, and the British Expeditionary Force by a miracle 
had been evacuated from the Continent, but with the loss of 
all its equipment. The principal cities of Great Britain were 
being subjected to intense aerial bombardment, causing wide- 
spread damage, and prospects were grim in the extreme. The 
Ministry or Treasury were, therefore, in a _ very strong 
position, as the companies’ only alternative would have been 
to have refused the Government’s offer and _ pressed for 
arbitration. 

With the nation in such peril, public opinion would not have 
tolerated, for one moment, any such action, which could easily 
have been misrepresented as an attempt on the part of the 
companies to exploit the situation for the purpose of securing 
an unduly high level of remuneration. Related, therefore, to 
the uncertainties of the future, and the fact that the 1940 
earnings were £41,763,000, the figure of £43,469,000 which the 
companies accepted could not be considered as unreasonable, 
particularly when it was coupled with the assurance that this 
guaranteed sum would continue to be paid for a minimum 
period of one year after the cessation of hostilities. Further, 
the statutory rights of the companies as to the earning of their 
standard revenues were preserved by Article 33 of the new 
agreement, which provides that, subject to any action which 
the legislature may take in the meanwhile (a contingency 
against which it is obvious no provision can be made) time will 
be given for the operation of any statutory machinery governing 
the level of rates, fares, and charges before control comes to 
an end. 

The Railway Stockholder makes the point that when the White 
-aper was issued on December 19, 1941, the interested parties 
must have been fully aware that the net revenue for that year 
would be in the neighbourhood of £65 million. This statement 


HE February issue 


able basis 
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overlooks the point that the Government’s offer was accepted 
in August; the intervening months were occupied with the 
negotiations of the provisions of the agreement. Although, in 
the light of subsequent history the settlement now seems to 
have been far from generous, the agreement does not contain 
any provision under which the companies could approach the 
Government for a revision, but the subsequent very high level of 
earnings, we suggest, does constitute adequate grounds for the 
companies to expect that, at the conclusion of hostilities, the 
Government will recognise the services they have rendered to 
the nation and take steps to ensure that their post-war earnings 
are sufficient to maintain their undertakings in a state of 
efficiency. That this point is appreciated by the Government 
appears to be clearly indicated by Lord Leathers’ speech in the 
House of Lords on October 27, 1943. 


An American Symposium on Transport 
HE American Academy of Political & Social Science issues 
bi-monthly from its headquarters at Philadelphia a 
journal containing articles on some prominent social or political 
The Annals,* as this journal is styled, deals in Novem- 
ber last with the wide subject of Transportation: War and 
Post-war.’’ A series of 28 papers was contributed by as many 
authors holding a variety of shades of political and economic 
opinions. The volume was edited by Dr. G. Lloyd Wilson, Pro- 
fessor of Transportation & Public Utilities, University of Pennsy]l- 
vania. He has taken a hand in preparing four of the papers, but 
has not attempted to influence the treatment given to the various 
He has been content with dividing 


problem. 


subjects by his contributors. 
the book into three parts :— 
(a) Papers dealing with the role of the different transport 
agencies during the present world war; 
(b) chapters on wartime transport problems in Great Britain, 
Canada; and Russia; 
(c) essays which are mainly 
transport policy likely to arise after the war. 


Che 


concerned with questions of 


account of the Office of 
Defense Transportation by its Director, Mr. J. B. Eastman. 
In the last war the Government took direct control of the 
U.S.A. railways; in this war it has entered into something like 
a partnership with the carriers, which retain their properties and 
continue to manage them. The Office, of which Mr. Eastman 
is head, sees that transport facilities are used and conserved to 
the utmost and ‘‘ does this by lending assistance in every 
feasible and desirable way, by leadership and, where necessary, 
Mr. John J. Pelley, President of the Association 
Railroads, indicates the nature of the war effort 
of the U.S.A. railways which was described in detail in our 
issue of February 4. He then surveys the needs of the future 
and foresees a period of intense competition, requiring better 
railway service than ever before at prices which will appeal to 
the public. He also thinks that there will be finer co-ordination 
in the use of the various means of transport, though the events 
of the war have proved that the railway is the base of 
American inland carriage of persons and goods. 

In the second section Mr. C. E. R. Sherrington, Secretary of 
the Railway Research Service, summarises the situation in 
Great Britain as it has developed in recent years and as it has 
been adjusted to meet war conditions. His paper gives a 
judicious account of progress made before the war and a clear 
statement of the problems which will fall to be settled when 
peace returns. Mr. C. E. Whitworth of the Railway Research 
Service, has written an instructive review of Russian Railways 


first section opens with an 


by orders.’’ 
ot American 


on which he travelled before the war. It may be news to 
some of our readers that the Soviet railway system is the 
largest in the world with 55,000 route-miles and a staff of 
1,500,000. In Soviet railway policy the operating aspect has 
come first: the aim has been to move the greatest quantity of 
freight, the quality of service taking second place. Long- 


distance passenger travel and freight haulage have been alike 
discouraged. The curious fact emerges that in Russia freight 
rates increase with distance; the charge for the thousandth mile 
is higher than that for the hundredth. 

Professor G. Lloyd Wilson explains the wartime organisation 
adopted in Canada where Mr. T. C. Lockwood, formerly General 
Freight Traffic Manager, Cunard White Star Line, has been 
appointed Transport Controller. The Controller’s department 
directs priority of movement by all means of conveyance and 
seems to have almost as extensive powers as our Ministry of 
War Transport. Next Mr. W. T. Jackman, who was engaged 
in the Department of Ecunomics, University of Toronto, until 





* The Ann Is of the American Academy of Political and Social Science, November, 
1943, Issued at Prince and Lemon Street, Lancaster, Pennsylvania. Price $2 
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his retirement in 1941, writes trenchantly, on Canadian transport 
problems, present and to come. He regards the Canadian Pacif, 
as the initiator of valuable services during both war and peace 
but cannot .see any good thing coming from the Canadia, 
National Railways! 

In the third section of the book the editor and Mr. §S, R 
Pettengill discuss the plan of the Transportation Association ¢ 
America to integrate all types of common carriers into a limite 
number of competitive systems. Each of these systems woul 
be required by law to provide transport by rail, road, water, ang 
air. All important forwarding centres would be served by at 
least two competitive systems so that there would be no dange 
of monopoly. It is argued that integration along these ling 
would eliminate duplicate services, cut out existing losses and 
give the public better service at a lower cost. Dr. Emory R 
Johnson, a well-known writer on transport questions, is also ip 
favour of making it possible for a corporation, subject t 
Government regulation, to engage in all kinds of transport. He 
too, would make it easy for railways to amalgamate. He cop. 
siders that the time has arrived for the adoption of om 
country-wide freight classification for the U.S.A. and favouy 
the basing of transport charges on cost of service. On the othe 
hand, Mr. John S. Burchmore, a distinguished lawyer who was 
at one time with the Interstate Commerce Commission, points 
out in a thoughtful essay on regulatory problems that the Board 
of Investigation & Research in a recent report on “‘ Inter. 
territorial Freight Rates ’’ recommends that far greater weight 
be given to the value of the service to the user. So there is 
a sharp conflict of views about the basic principles of rate 
making which will have to be settled eventually by the Gover. 
ment with the help of its economic advisers. 

We have selected for comment the papers which deal with 
railway matters. Space will not permit of the mention of other 
subjects such as coastwise shipping or air transport. We may 
however, refer at a later date to an authoritative pronouncement 
on ‘‘ The Role of Petroleum Pipe Lines in the War’’ by Mr 
Fayette B. Dow, who is Director of these installations in the 
Office of Defense Transportation. The spread of this new fom 
of transport may hit railways everywhere pretty hard in futur 
and Mr. Dow tells the story of its growth with admirabk 
terseness. 

We have enjoyed the perusal of Professor G. Lloyd Wilson’ 
volume because it touches on many questions which will soo 
be ripe for settlement. Yet a collection of detached memoranda 
such as he has assembled fails to satisfy the need for clear 
guidance through the transport maze. Inevitably the old ta 
occurs to one—so many men, so many opinions. A master 
mind is wanted to sort out the controversial matter and 
the way to conclusions which could be converted readily int 
practical measures for shaping the future development @ 
transport. 






























































Railways and Coastwise Shipping 

T the annual meeting of the British Motor & Sailing Sh 
Owners Association held on February 8, Mr. W. J. Everard 
the Chairman, took the opportunity of outlining his views as? 
the possibility of effecting active post-war co-operation betwee 
coasting tramp shipping and the railway companies. In thi 
connection he urged the necessity for the railways to adopt: 
much broader policy on their short-haul rates and to reffail 

from quoting unduly low and uneconomic long-haul rates. 

He then proceeded to argue that in many such instances 
way revenue would have been higher if the companies had bee 
content to accept the short haul to or from the loading and ds 
charging point and maintain the traffic at their own ports, i 
statement which, we suggest, would be extremely difficult to stb 
stantiate. We agree, however, with his statement that whats 
wanted is a square deal for all branches of internal transportt 
enable each to play its rightful part in a co-ordinated transpo 
system, but the achievement of this ideal obviously will pres 
many problems. 

It may be recalled that in 1939 the Transport Advisory Coun 
considered the railway companies’ square deal proposals ai! 
at their suggestion, the railways discussed their proposals w® 
a number of representative trading and transport bodies for t¥ 
purpose of ascertaining what measure of agreement could 
reached. Among the bodies with which agreement was reacht 
were the coasting liner companies and the coastwise trl 
shipping interests. 

After consideration of the documents embodying the agit 
ments which had been reached and other documents 
evidence, the council reached the conclusion that in the the 
existing circumstances a material relaxation of the statuto 
control of charges was necessary to assist the railway compat 
in overcoming the difficulties arising from that control and 
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establish ccnditions which would provide a favourable approach 
to the ultimate objective of co-ordination. 

The agreements with the coasting interests proposed the 
holding regular conferences to settle all questions of mutual 
interest as regards charges with the main object of promoting 
co-operation and co-ordination between the parties. The rail- 
ways further indicated that it was not their intention to use any 
relief from existing rate control which they might secure for the 
purpose of embarking upon a policy of cut-throat competition 
with coastal shipping. 

The Transport Advisory Council also reached the conclusion 
that the arrangements which the railways had agreed with 
trading and other interests formed a suitable basis for the deter- 
mination of railway freight charges as a temporary measure for a 
period not exceeding five years, during which time it was hoped 
that it would be possible for such a degree of co-ordination to be 
established as would avoid ‘unnecessary overlapping of services 
und uneconomic competitions. ; 

On May 24, 1939, Captain Euan Wallace, who was then 
Minister of Transport, informed the House of Commons that the 
Government had decided to accept in principle the recommenda- 
tions of the council and would introduce appropriate legislation 
in the next session. The outbreak of war prevented the introduc- 
tion of the required legislation and there the matter rested until 
October 27, 1943, when Lord Leathers expressed the view in the 
House of Lords that, even if it should be proper in the post-war 
circumstances to proceed with the square deal proposals, he was 
unable to make any precise suggestions at present. He indicated, 
however, that the main problem to be solved in connection with 
any attempt to secure co-ordination of transport was that of 
road / rail competition. 

Improvement in the relationship of coastwise shipping with the 
railways and other forms of inland transport must obviously 
depend on a settlement of the road/‘rail problem but it is of 
interest that Lord Leathers remarked that care must be taken 
in planning the co-ordination of road and rail to see that nothing 
is done to impede coastal shipping from fulfilling its full 
function. 

Sac ue 


Derby Railway Institute jubilee 

L!5! Mc nday marked the golden jubilee of the Derby Railway 

Institute, which was opened by Sir George Ernest Paget, 
then Chairman of the Midland Railway Company, on 
February 15, 1894. The history of the Institute, which is a 
long and notable one, however, goes much further back than 
the present building. It was in the year 1851, that a small 
group of workmen in the Locomotive Department of the old 
Midland Railway Company at Derby, met for self-improvement, 
and formed what was then known as a “‘ reading society.’’ The 
directors of the company encouraged this movement for self- 
education by granting the use of a small cottage which stood 
at the rear of the present building. The number of members 
of the society in the year of its inception was 183. A year 
later, in 1852, the gift was extended by a second cottage. 
In these cottages the downstairs rooms were used as reading 
and games rooms, and the upstairs rooms were used as class 
rooms. Evening classes were established at which 40 pupils 
were taught reading, writing, arithmetic, and English grammar. 
In 1857, by reason of the increased membership, it became 
hecessary to secure larger premises, and an approach was made 
to the directors for additional accommodation. The use of three 
or four rooms under the old shareholders’ room at Derby Station 
was granted, and a lending library was inaugurated. The title 
of the society was altered at this time to the Midland Railway 
Literary Institution. In these dark and almost subterranean 
premises this early co-operative educational movement grew 
from strength to strength, and the membership increased to 
over 1,110. 

By 1891, these premises were inadequate, and the committee 
decided it was time to make a forward movement. A memorial 
was therefore presented to the directors for a new building. 
This appeal was successful and a site on the canal side in 
Calvert Street, Derby, was granted. This site, however, was 
rejected by the committee, and after much negotiation with the 
directors a more suitable and prominent site in Railway Terrace 
was granted, though it involved the demolition of much valuable 
railway property. The directors of the company thereupon 
instructed their Chief Architect to prepare plans for the erection 
of a building ‘‘ which should be worthy of the company, 
and replete with every convenience for a library and institute, 
and the sociab as well as the literary enjoyment of the 
members.”’ 

After two years of preparation and building, the present hand- 
some structure was opened on February 15, 1894, and the title 
became the Midland Railway Institute. One of the rooms in 
the new institute was used as a coffee room, which was opened 
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on April 16, 1894, and so popular was this room that it led 
to the directors being approached in 1897 for additional catering 
accommodation. The directors again agreed to the proposals 
made, and in 1901 the institute received a substantial archi- 
tectural addition in the dining hall premises, comprising a 
dining hall capable of seating 400 persons, a restaurant and 
café, together with connecting service rooms and kitchens. This 
portion of the institute was further modernised in 1938, when 
the restaurant and café were converted into a_ luxurious 
lounge. 

The amenities of the institute include a well-arranged open- 
access library of 18,000 volumes, and a small but valuable 
reference library of railway literature; the Librarian is Mr. 
Arthur B. Longbottom. The annual issues from the library 
total 75,000. There is also a fime dance and concert hall, a 
capacious reading room, a well-appointed billiards room with 
five tables, various committee and games rooms, photographic 
dark rooms, and a small but compact ladies’ lounge. Thus the 
institute contains the amenities of a club, and upwards of 3,400 
members now enjoy its privileges. The institute is managed 
by a governing body elected by the members, and associated 
with the institute are the following societies: the Photographic 
Society, the Literary & Debating Society, the Dramatic Society, 
the Fishing Club, the Natural History Society, and the Whist 
& Billiards Club. In 1923, when the Midland Railway Company 
became a constituent part of the London Midland & Scottish 
Railway Company, the title of the institute was altered to the 
Derby Railway Institute. The place of the institute in the 
social life of Derby and of the railway world is well assured, 
and it provides a noteworthy example of the interest which 
the directors of the Midland Railway Company (and now the 
L.M.S.R.) have shown in the social as well as the intellectual 


well-being of their staff. — 


Railwaymen’s Uniforms 


THE problem of providing suitable clothing for many of its 
grades is indeed a vast one for the railway companies. 
On the whole, it is carried out thoroughly and practically. Yet 
it would appear in the light of our present-day experience that 
these utilitarian uniforms could be greatly improved, not merely 
from the point of view of service but also in the esthetic sense. 
After 8 or 9 months’ wear the porter’s uniform has lost much 
of its original cut—the trousers are baggy, the waistcoat with 
its long sleeves is shapeless and among the younger generation 
the cap, set at a jaunty angle, is no advertisement for discipline 
and neatness. One remembers with approbation the uniforms 
worn by station staffs in Switzerland, for instance. The pre- 
dominating feature was a neat, blue smock coupled with 
trousers of a dark material and a peaked cap worn severely to 
regulation. 

It is true that this rig-out is not a practicable one for coupling 
coaches, but for ordinary station service it is extremely neat 
and effective. For this country, however, we might seriously 
think in terms of a type of ‘‘ battle-dress’’; a uniform which 
has proved good for hard work and wear and yet which_is 
smart enough to be worn by Generals. It could be assumed 
that some form of battle-dress would be equally suitable for 
driving or firing an engine, working a signal box, shunting, 
portering, and many other jobs. A variation in the weight 
of material would meet’ both summer and winter conditions 
and at the same time some range of colours for the various grades 
could be added. 

It might require some great urge and much courage to break 
with tradition, but the idea is frequently expressed by the 
travelling public that the railway staffs might be given improved 
types of uniforms and the war has certainly shown what can be 
accomplished in this direction. In the many cartoons which 
inevitably appear on the subject of railways, anyone can note 
how the worst points of the present uniforms are exaggerated, 
and in this era of sweeping changes it may be desirable to 
remove whatever reproaches seem to exist on this score. 

Railway tasks are for the most part arduous, and considerable 
wear and tear takes place on any clothing supplied. By reason of 
the vast stims which are expended annually in this direction it 
would surely pay the companies to set up a small research com- 
mittee to investigate the problem from every angle and so uphold 
both the usefulness and the appearance of the uniforms for all 
grades of staff. 








” 


NATIONAL ‘‘ SAFE-DRIVING ComPETITION.—For the National 
‘‘ Safe Driving ’’ competition for 1944, 3,684 London Transport 
tram and trolleybus drivers have entered. The results of the 
1943 competition have not yet been published, but 3,043 tram 
and trolleybus drivers were successful in 1942. Including the 
buses, a total of 12,207 London Transport road vehicle drivers 
received ‘‘ Safe Driving ’’ awards. 
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LETTERS TO THE EDITOR 


(The Editor is not responsible for the opinions of correspondents) 


** Chief Engineer ” 


London & North Eastern Railway, 
HQ1 (via Hitchin) 
February 7 
To rHeE Epiror or THE RAILway GAZETTE 

Srr,—With regard to the interesting editorial under the above 
heading in your issue of January 28, I think it is worth pointing 
out that signalling and telegraphy are not civil engineering and 
are regarded as a separate branch by some companies. For 
instance, the L.M.S.R. has a Chief Civil Engineer, which desig- 
nation is quite correct because that company also has a Chief 
Signal & Telegraph Engineer. 

On the L.N.E.R. the Chief Engineer is responsible for signal- 
ling and telegraphy. An alternative to Chief Engineer in such 
circumstances would be ‘‘ Chief Civil & Signalling Engineer,’’ 
which has the disadvantage of being somewhat cumbersome. 

Yours faithfully, 
GEORGE DOW, 
Press Relation; Officer 


An S.E.R. Roundabout Service in 1871 
60a, Green Lane, Northwood, 
Middlesex. February 12 

EDITOR OF THE RatLway GAZETTE 

Service Timetable of the South Eastern Railway 
1871, which has recently come into my hands, two 
pages are appropriated to setting out the times of a ‘‘ Round- 
about ’’ service, under that name, with a mileage shown as 101 
miles, 53 chains from Charing Cross to Maidstone and round 
to Charing Cross again without reversing. On weekdays three 
passenger trains left London by the North Kent line to Maid- 
stone and continued their journey to Charing Cross via Paddock 
Wood and the main line, and three others left London by the 
main line and worked back by the North Kent line. Of these 
six roundabout trains, two either going or returning used the 
oldest section of the main line via Redhill, the other four via 
Sevenoaks When using the North Kent line one travelled 
via Woolwich and the other five by the ‘‘ Dartford loop.’’ The 
best timing was just under 4} hours; the worst, owing to a 
very long stop at Tunbridge, 6} hours. 

Ihe routes taken by these roundabout trains can be easily 
traced in the admirable map of the railways of Kent published 
in your issue of February 11. Is not a Roundabout passenger 
service of this length unique? How long was it operated? Two 
Roundabout goods trains are also shown, from Bricklayers Arms 
and back, via Maidstone. Both travelled via Redhill and 
Woolwich. 


To THE 
Sir,—In a 
for July, 


Yours faithfully, 


REGINALD B. FELLOWS 


The London & Dover Railway Centenary 


Bordyke,* Burgess Hill, 
Sussex. February 12 
fo THE Epitor or THE RaAtLway GAZETTE 

Sir,—The articles on the above subject in your issue of Febru- 
ary 11 are of great historical interest; whilst the excellent maps, 
particularly that on page 140, with the dates of opening of the 
various sections of the S.E. and L.C. & D. Railways, make it 
specially useful, and will save those requiring information of that 
character much research. 

rhe junction of the Folkestone Harbour branch with the main 
line was not the first on the S.E.R. where it was not possible for 
a train to run through. The branch at Tunbridge (as it was then 
spelled) to Tunbridge Wells, opened in September, 1845, was 
laid out in a similar manner—and both for the common reason, 
i.e., the steep gradients of the branch approaching the junction. 
The engine drivers would know that they ran into a dead end at 
the termination of the branch, and therefore would be careful 
to have the train under control. As late as 1925 the course of 
the disused spur at Tonbridge was well defined; a cast-iron 
underbridge still existed, the rails had been taken out, except 
those parallel with the main line from, the station to the dead 
end remained, and this length was known as the “ long siding.’ 
No doubt improved methods of breaking the trains, and desire to 
quicken the journeys to and from Hastings, were responsible for 
the present run-through junction, immediately east of the 
station, but the gradient is severe and the curve on the branch 
of small radius, necessitating reduced speed. 
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The imposing appearance of the Lord Warden Hotel (page 141) 
resulted from a curious dispute and compromise. An 
Parliament required the Dover terminus at great expense to be 
completed with ornamental buildings, that could be of no 
possible use to the S.E.R. The arrangements (presumably with 
the Lord Warden and Assistants of Dover Harbour) to build the 
hotel, which the railway did not require, and to complete the 
terminus in a less pretentious style, was a compromise to avoid 
useless outlay on the station. 

There had been a serious landslide in the Folkestone Warren 
in 1877 closing the S.E.R. access to Dover from January to 
March, similar to that of December, 1915. The L.C. & DR, 
came to the rescue; and S.E.R. traffic to and from Dover was 
worked over a portion of the L.C. & D. Railway. The difficulty 
of the 1915 landslide was somewhat lessened by a spur connect- 
ing the two railways at Canterbury. This enabled the heavy war 
traffic to and from Richboro’, Woolwich, Chatham, as well as 
stations Deal to Sturry inclusive, to be worked expeditiously. 
The spur was not used for passenger traffic, as it reduced the 
mileage, and consequently the fares, of stations (Deal to Sturry) 
to and from the L.C. & D.R. section west of Canterbury. 

The shore end of the Prince of Wales Pier at Dover, presum- 
ably is not well placed for trains. To reach it, the connecting 
line, which was on a sharp curve, passed through the seaward 
platform of the Harbour Station, necessitating a portion of the 
platform to be removed before trains could reach or leave the 
Pier. 

The plan of the Ferry Station (page 148) shows that it was 
built for trains via the L.C. & D. section. Trains via Folkestone 
have to reverse before entering or leaving the station. 

Yours faithfully, 


G. A, SEKON 


American Travel 


Hatch End, Middlesex. 
To THE EDITOR oF THE RaILWway GAZETTE 

Sir,—‘‘ The point that really matters ’’ in this discussion, if I 
may venture to quote the opening words of “‘ Statistician’s” 
letter in your February 4 issue, is whether or not American rail- 
ways are to be commended for their enterprise in having intro- 
duced new standards of streamline speed and comfort—the 
original contention of Mr. Bernard Newman that focused upon 
him the round condemnation of ‘‘ Statistician’s ’’ first letter. 

The profits that our Southern Railway has derived from its 
bold electrification policy—with the help of the exceptional 
attraction of the residential districts south of the Thames that it 
is fortunate enough to serve—seem a little remote from the argu- 
ment. Doubtless the Pennsylvania Railroad of America (which, 
I believe I am right in saying, has never yet failed to pay a divi- 
dend on.its common or ordinary stock) could produce similar 
figures for its electrified 225-mile main line from New York to 
Philadelphia, Baltimore, and Washington, with a service which 
for combined frequency and speed has no parallel on any other 
main line in the world of corresponding length—not even in 
Britain—but that also is only distantly relevant to the subject. 

I was expecting that the question of the ‘‘ net receipts ’’ of the 
streamline trains would arise; it is a stock argument to which 
those who raise it well know there can be no precise answer. In- 
directly, all manner of costs, such as those of finding a path for 
very fast trains at the expense of other and slower services, 
might be debited to the streamliners, but equally there are credits 
incapable of assessment, such as the advertisement value of smart 
streamline trains, and the prestige that goes with such enter- 
prise. The more intensive use of rolling stock and train staffs 
made possible by high speed, due to the greater mileage covered 
in a given time, is another advantage not to be overlooked; it 
is for this reason that many of the fastest American trains, despite 
the war congestion, continue to operate at their peacetime speeds. 

‘ Statistician ’’ dismisses the task of American timetable com- 
pilers in finding paths for their streamliners as ‘‘ relatively easy,” 
without any regard to the fact that a considerable proportion of 
the American high-speed mileage is run over single tracks. More 
over, if American railways can show nothing like the density of 
traffic over their metals that is seen in Great Britain, there is 
one reason at least which is not altogether to the discredit of the 
former. 

The editorial ‘‘ American Railways and the War’’ in your 
February 4 issue showed that the average American freight trail 
carries a load five times as great as its average British counter 
part, and at a speed more than 50 per cent. greater—factom 
which together mean for American railways only a fraction of 
British line occupation for the movement of any given tonnage. 
American railways thus can often rest content with single tracks 
(well equipped for rapid traffic operation with centralised traffic 
control) or double tracks, where it has been necessary in this 
country to add third and fourth tracks, with correspondingly 
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increased track maintenance, to accommodate the traffic. The 
key to the American position, of course, is continuous brakes on 
all freight stock, plus adequate locomotive power. 

As to the gross revenue of streamline trains quoted in my last 
letter, these were for the year ended Midsummer, 1941, well be- 
fore the entry of the United States into the war had “ forced ”’ 
the American public to go by rail; and the figures for the preced- 
ing year were very similar. ‘‘ Statistician ’’ suggests that these 
trains have prospered only by the traffic that they have stolen 
from other services, but if this is so it is remarkable indeed, to 
quote but one example, that the institution in 1934 by the 
Chicago & North Western Railway of its Twin Cities 400 between 
Chicago, St. Paul, and Minneapolis led in five years to the estab- 
lishment of no fewer than five streamline trains in each direction 
daily between Chicago and the Twin Cities by three competing 
routes, taking from 6 to 6} hr. for journeys of 396 to 427 miles, 
all now faster and on the average twice as capacious as the 
trains first put-in service, and all daily filled to capacity and 
among the best paying trains in the United States. 

The late Sir Nigel Gresley did not share ‘‘ Statistician’s ’’ 
opinion that streamline train revenue could be secured only at 
the expense of other and slower services. Writing to The Times 
in January, 1937, Sir Nigel said, ‘‘ British, French, German, and 
American experience all prove that the high speed trains have 
met a clearly defined want. There is little truth in the argument 
that their patronageshas been mainly drawn from other trains; 
nearly all of them provide additional facilities which have created 
1 traffic of their own.’’ 

This was certainly the case with the Silver Jubilee of the 
L.N.E.R.; nry steelworks friends on Tees-side have often told me 
that the service offered by this train, permitting them to visit 
their offices, travel to London and have 3} hr. there, and then 
get back home by 9.30 p.m., has led them to make numerous 
journeys for personal contacts in London that otherwise they 
would have been compelled to make, less effectively, by post or 
telephone. 

A letter in the February 5, 1937, issue of The Railway 
Gazette showed that residents even in West Cumberland so ap- 
preciated this L.N.E.R. facility as to be prepared to travel across 
England to Newcastle to catch the Silver Jubilee, and back home 
from Newcastle at night, as there was no L.M.S.R. service from 
Carlisle permitting them to get to London and back in the day. 
In this way the Silver Jubilee created new business for its owners. 

The German diesel streamliners were all planned on the same 
lines, at first to enable business men from all the most distant 
cities in that country to get to Berlin by midday, have the after 
noon there in which to transact their business, and get home by 
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or before midnight, without spending a night away; later on 
many cross-country streamliners were added. One can hardly 
imagine that the Germans, with their addiction to statistics, 
steadily increased their high speed train mileage unless they were 
satisfied with the “‘ net receipts ’’ earned by these trains. 

Finally, Sir, it was pleasant to see the editorial eulogy of 
““American Railways in Wartime’’ that occupied almost two 
entire pages of your February 4 issue. From it one may deduce 
that American railway managements are not quite so incompetent 
as to put 120 streamline trains into service without any clear 
idea as to whether they are a paying proposition or not. Indeed, 
as the further appreciative editorial ‘‘ Railway Passenger Traffic 
in America’’ of your February 11 issue declares, they are 
planning further to increase them. 

Yours faithfully, 


CECIL J. ALLEN 


Channel Train Ferry Proposal of 1872 


3, Kensington Palace Gardens, 
W.8. February 11 
To THE EDITOR OF THE RAILWAY GAZETTE 
Sir,—In the course of your very interesting account of the 
Dover Railway centenary celebrations you refer to the activities 
of Sir John Fowler in propounding a Channel ferry scheme in 
the 1870’s and you reproduce from The Graphic a_birdseye 
view of the “‘ proposed harbour and water station at Dover.”’ 
The same issue of that paper (March 16, 1872) also includes 
two illustrations of a proposed ferry steamer. For the success 
of the scheme Mr. Fowler (as he then was) regarded it as 
essential that ferry vessels should be of sufficient size and 
power to enable them to make the passage with rapidity and 
steadiness regardless of the weather. To this end the vessels 
were to be 450 ft. in length, 57 ft. in beam, and 95 ft. over 
the paddle boxes. They were to be propelled by disconnected 
engines of 1,400 nominal horse power by which “‘ such a rate 
of speed will be attained as will enable them to perform the 
voyage from shore to shore in one hour, while, from their form 
and size, motion in any state of the weather will be almost 

imperceptible.”’ 

Goods trains would be accommodated in the hold and the 
lighter passenger trains on the middle deck, the combined weight 
of the trains being insignificant in comparison with the carrying 
capacity of the vessel. 

Yours faithfully, 
P. M. BROOKE-HITCHING, 
Lt.-Colonel 
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Artist’s impression (from ‘* The Graphic” of March 16, 1872) of the train ferry steamer proposed by Sir John Fowler 


and his associates for service between Dever and a French Channel port. 


The two illustrations above are those referred 


to by Lt.-Colonel P. M. Brooke-Hitching in his letter on this page 
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The Scrap Heap 


The Great Western Railway saved 1,013 
tons of paper in 1943 by using as station- 
ery old documents salvaged from office 
files, and by reducing the sizes of forms. 
During the year 7,900,000 fewer envelopes 
were used than in 1939. 

. oF . 

The South Eastern Railway Company 
has at length ceased to announce, as it 
did for many months on page 29 of the 
official timetables, that it only took two 
minutes to run from Dover to Folkestone. 
As we knew from bitter experience that 
the South Eastern seldom succeeds in 
running two miles in seven minutes, we 
always strongly doubted its ability to per- 
form the aforementioned part of seven 
miles in two minutes.—From “‘ The Rail- 
way Times’’ of August 20, 1887. 

* * * 
ExPRESS ENGINE TO FIGHT 
INCENDIARIES 

A crowded London-bound L.N.E.R. ex- 
press was going through a tunnel during 
a recent air raid when the driver saw that 
the end of the tunnel was silhouetted in a 
white glare from incendiary bombs. He 
stopped the train just inside the tunnel 
and with his fireman put out nearly 40 in- 
cendiaries lying on the track, some of 
which had set fire to the wooden sleepers. 
After reporting the incident by 
telephone they went on “ at caution ”’ 
were only 30 minutes late. 
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WATERLOO 
film entitled 


ANKARA TO 

In a recent Hollywood 
‘* Background to Danger,’’ which is a 
spy story in a Turkish setting, among 
various railway shots with fairly con- 
vincing Middle East characteristics there 
is one of the Ankara—Istanbul express 
being whirled along by Drummond 0-4-4 
tank No. 125 of the Southern Railway. 
The leading coach, of unmistakable 
London & South Western origin, is 
labelled ‘‘ Waterloo.’’ The crossing of 
the Bosphorus and the English Channel 
is doubtless intended to be by train-ferry; 
but through passengers might enjoy a 
more comfortable ride if the coach were 
not clearly unprovided with any corridor. 
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THE TALE oF Two TRAINS 
These 44 years of war, during which I 
have been in Stockholm, have given me 


an insight into the conditions of railway 


travel in Germany. 

But I had little idea of how rail travel 
conditions in Britain compared with 
those of the enemy. 

I had heard rather dreary reports of 
how our rolling stock had deteriorated— 
how one had to stand for hour after hour 
in corridors—how one had to sleep on 
the floor—and how cold and dirty the 
carriages had become. I was prepared 
for the worst. 

Accordingly, I could not help making 
comparisons from the moment I waited 
to board the Flying Scotsman with a first- 
class ticket at Edinburgh until I arrived 
at Kings Cross, London. I had the 
Orient Express in mind the whole way. 

Here are some of the contrasts :— 

In the first place, I did not have to get 
a police permit to travel by rail. In 
Germany such a permit is unobtainable 
unless one is in the Armed Forces, is 
being transferred from one war industry 
to another, is bombed out, or is moving 
on Government business. 

And obtaining that permit certainly 
takes days and may take weeks. The 
officials are surly. Their offices are often 
temporary and are in obscure places, hard 
and tiring to find. 

Secondly, it was possible to board the 
Flying Scotsman. To board the Orient 
Express one must almost be a jackbooted 
Prussian with a bayonet to fight through 
the seething crowds of would-be pas- 
sengers. 

Hundreds of people fail daily to get on 
the Orient Express, even though their 
papers are in order. There is little or no 
chivalry left. Women must fight their 
way through the crowds. 

On the Flying Scotsman the first-class 
compartments were crowded, and the car 
attendant could not find adjacent seats 


for my friend and me. Soon after the 
train moved out he took the trouble to 
arrange for us to sit in twin seats ‘“‘ if 


we liked.’’ We liked. 

At Darlington I bought six coupon-free 
standard bread sandwiches, filled with 
tasty fish paste, for 3d. each, and the 
attendant provided us each with steaming 
hot, strong tea and a large lump of 
sugar. 

In Germany Orient Express travellers 
would not be so foolish as to disembark 
once they had fought their way on to the 
train in the first place. Secondly, they 
would find no sandwiches on sale on any 
platform. ‘ 

As I neared London I realised that I 
had been asked for my ticket only twice 
on the whole journey, and that I had 
not been questioned by the Security 
authorities, the Military Police, or the 
railway authorities as to my reasons for 
travelling or my credentials. 

Nor was there a_ cattle-truck for 
detected, unauthorised travellers on the 
rear of the Flying Scotsman, as there is 
on the back of German trains. Delin- 
quents are often herded into those deten- 
tions wagons for days, without food, 
drink, sanitation, or exercise, until they 
are. dealt with and punished.—Ralph 
Hewins in ‘‘ The Daily Mail.’ 


* * * 


Rac, RuBBER 

London Transport salvage figures for 
the past three months include half-a-ton 
of rope, string, and twine; 84 tons of 
rags; 15} tons of rubber; and 221 tons of 
paper and cardboard. 


Rope, 
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lay a single rail.... 
‘“« Well, they told me it was to be a bridge for 


single line” < 
[From Ferroviarios 


WAITING-ROOM FIRES 


As one who reckons that since the war 
he has waited over six weeks at railway 
junctions, may I act as spokesman for my 
many patient brethren and correct you on 
a point in your recent leading article 
about which we are particularly sensitive. 
You speak of ‘‘ the smouldering fire ’’ in 
the waiting-room; in fact, that fire no 
longer smoulders—it is not even laid. The 
result is a progressive thinning of our 
ranks through a series of winter diseases 
ranging from double pneumonia to 
chilblains. One small fire in the general 
waiting-rooms of the Watfords and the 
Rugbys would, we calculate, save tons of 
fuel in bedroom fires, doctors’ motor-cars, 
and crematorium furnaces. We are proud 
to wait so that ‘‘the guns may go 
through,’’ but may we not do so eco 
nomically ?—Mr. Arthur Gore, in a letter 
to ‘‘ The Times.”’ 





* * * 


FUTURE FOR BRITISH 
RAILWAYS ? 


GLOOMY 


Dr. W. R. Inge, at a luncheon of the 
Ruskin Society last week, expressed his 
conviction that the episode of our his- 
tory when we were a. great and wealthy 
nation had come to an end, and that we 
should gradually slide back into the pre- 
industrial England with a population 0 
20,000,000 consisting mainly of agricul- 
turists working healthily in the open alt, 
and a number of small tradesmen in the 
towns, Whether we liked that or not, we 
were coming to it. 

. - . 


BELGIUM AND THE BARD 

Fifty Belgian railway tickets with 
scenes from Shakespeare’s plays printed 
on them were sold as curiosities in Lo 
don last week. Before the war Belgiat 
rail-chiefs made a feature of this series, 
and even supplied an album for the 
enthusiastic traveller to keep the pictures 
in—until he had accumulated the set. 


This done, he was allowed 100 miles o 
if the 


free travel—and no one asked 
journey were really necessary.—From 


‘The Glasgow Herald.’’ 
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INDIA 


Increased Goods Traffic 

Goods traffic on the Indian broad-gauge 
railways increased from 18,620 million ton- 
miles in 1938-39 to 24,085 million ton-miles 
in 1942-43; and that on the metre-gauge 
lines from 3,165 million ton-miles to 
3,550 million ton-miles. The number of 
broad-gauge wagons loaded increased from 
4,782,128 in 1938-39 to 5,086,319 in 1941- 

2; on the metre-gauge lines the number of 
wagons loaded increased from 2,441,959 in 
1938-39 to 2,575,912 in 1941-42. The 
number of wagons loaded in 1942-43 
declined, however, due to floating balances 
of wagons at ports and military depots and 
additional empty haulage of wagons for 
priority traffic; disturbances in normal 
movements resulting in longer hauls of 
empties to maintain coal loading in the 
Bengal and Bihar colliery areas at the 
highest level; dislocation of normal move- 
ments of goods traffic due to line and engine 
occupation by military special trains ; with- 
drawal of wagons for the Middle East front ; 
dislocation caused by civil disturbances in 
1942; and the substantial increase in the 
average wagon-load on the broad-gauge 
lines. 

The tonnage carried on the broad-gauge 
lines increased from 89,365,000 in 1938-39 
to 102,838,000 tons in 1941-42, and the 
tonnage carried on the metre-gauge system 
from 23,946,000 to 25,208,000 tons. Al- 
though floods and other disturbances in 
1942 resulted in a decrease in both broad 
and metre gauge traffics for that year, the 
tonnage carried on the broad-gauge lines 
in 1942-43 was still 11-6 per cent. above 
that for 1938-39. 


CANADA 


Post-War Transport Developments 

Mr. D. C. Coleman, Chairman & President 
of the Canadian Pacific Railway Company, 
recently said that it was impossible to 
formulate definite plans for post-war recon- 
struction without adequate knowledge of the 
trends of post-war travel and international- 
trade policies ; but that he was prepared to 
forecast unforeseen developments in the 
western hemisphere, in air, sea and land 
transport, developments to which his 
system hoped to contribute. Mr. Coleman 
assured adequate replacement of certain 
units of the company’s Pacific Ocean fleet. 
The availability of berths in shipydrds, 
building costs, post-war trade policies of 
the Allied nations and trans-oceanic air 
competition, all would have an effect on 
shipbuilding policy ; and Mr. Coleman was 
not prepared to hazard an opinion as to the 
desirability or feasibility of a programme for 
the reconstruction of shipyards in order 
that ocean liners might be built in Canada. 


UNITED STATES 


Collision Due to Neglect 

Failure to enforce operating rules which 
are essential to safety is the reason assigned 
by the report of the Interstate Commerce 
Commission on the collision which involved 
the Lackawanna Limited of the Delaware, 
Lackawanna & Western Railroad at Way- 
land, New York State, on August 30 last, 
and resulted in 27 fatalities, and injuries 
to 114 passengers and employees. Auto- 
matic block and cab signalling are installed 
on the double-line route concerned, which 
is operated under timetable and train-order 
rules. Ata point 1,362 ft. west of Wayland 
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OVERSEAS RAILWAY AFFAIRS 


(From pur correspondents) 


Station a connection from several sidings, 
with a hand-operated switch, joins the 
westbound main line; the switch-stand 
has no display target or light. About an 
hour earlier a freight train (Extra 1248 
West) had been placed in the sidings, and 
53 min. later the driver of the latter was 
given a signal by the front brakeman to 
move forward towards the switch, but to 
stop about 350 ft. clear. This the driver 
misunderstood, however; and, imagining 
that the switch was open from the siding 
to the main line, he moved on until he saw 
the brakeman’s urgent signal to stop. The 
driver then reversed his engine immedi- 
ately, but too late, as he was only 80 ft. 
short of the switch, and foul of the main 
line. The express was travelling at the 
authorised maximum speed of 80 m.p.h. as 
it approached Wayland, where the driver 
made a light brake application; 600 ft. 
west of the station he received a restricting 
cab signal indication, and immediately made 
an emergency brake application, but had 
only reduced the speed to 50 m.p.h. when 
his engine and train came into a converging 
collision with the freight locomotive. The 
time of the collision was 5.23 p.m. 

Both engines were severely damaged, 
also the mail-baggage van, two Pullmans, 
and three of the coaches of the express ; 
the fatalities occurred chiefly in the third 
of these coaches, which came to rest along- 
side the freight locomotive and suffered 
badly from ¢scaping steam. The rules 
required that the main track should be 
cleared 10 min. in advance of the scheduled 
passing-t‘me of the express (5.13 p.m.), and 
this would have restricted movement on 
the siding at 5.3 p.m. The express was 
signalled 10 min. late from Bath (25 miles 
east), and this fact was communicated by 
the dispatcher to the freight-train conduc- 
tor, but not by the latter to his crew. Any 
movement of the latter after 5.3 p.m. should 
have been authorised only by written train 
order, and such train order would have 
involved the stoppage and caution of the 
express. 


D. & R.G.W.R. Reorganisation 

The Federal District Court at Denver, 
Colorado, on October 25 approved the 
important reorganisation scheme of the 
Denver & Rio Grande Western Railroad 
Company, whereby (with the agreement of 
two-thirds of the creditors), this company, 
the Denver & Salt Lake Railway Company, 
and the Denver & Salt Lake Western Rail- 
road Company will be consolidated as one 
company. The D. &S.L.R., 129 miles long, 
includes the Moffat Tunnel (6} miles long) ; 
and the D. & S.L.W.R., from Bond (Orestod) 
to Dotsero, 38 miles long, completes the 
Dotsero cut-off, whereby the D. & R.G.W.R. 
hhas obtained a route from Denver to Salt 


. Lake City 175 miles shorter than the old 


route via Pueblo and the Royal Gorge. 
In the reorganisation, the combined capital 
is to be reduced from $200,000,000 to 
$155,000,000. The Interstate Commerce 
Commission already has approved the com- 
bined operation of the three companies. 


Serious Tunnel Fire 

On September 20 last, the 1,100 ft. of 
timber lining caught fire in a tunnel, 1,570 ft. 
long, about 27 miles north-west of Denver, 
on the Denver & Salt Lake Railway. 
Before the fire was discovered it had 
assumed serious proportions, and not only 
the Denver & Salt Lake line but also the 
Moffat Tunnel route had to be closed, and 
traffic was diverted over the main line of 
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the Denver & Rio Grande Western Railroad 
via Pueblo and the Royal Gorge. As the 
tunnel was inaccessible by road, the fire 
brigades had to depend on water carried in 
tank wagons and were impeded by debris 
filling the tunnel. 


ARGENTINA 


Fuel Control 

The Argentine Government has an- 
nounced the formation of a National De- 
partment of Power (Direccié6n Nacional de 
Energia), as a subsidiary department of the * 
Ministry of Agriculture. Briefly, the func- 
tions and powers of the new department will 
be as follows: (a) to regulate the produc- 
tion, distribution and consumption of all 
fuels existing in the country, irrespective of 
their sources or ownership; (5) to co- 
ordinate the utilisation of existing fuels 
with the use of substitutes; (c) to ensure 
the existence of the necessary reserves for 
national defence, and for the needs of the 
public services ; (d) to regulate and control 
the production and consumption of electric 
power, and to instal and equip hydro- 
electric plants ; (e) to endeavour to increase 
the production of fuel, and to ensure its 
advantageous use; (f) to intensify the 
search for petroleum wells and coal mines, 
and to promote the exploitation of the 
existing oilfields, and the manufacture of 
by-products, and (g) to arrange for the con- 
struction, either directly or by agreements, 
of lines of communication necessary for 
ensuring ready access to sources of fuel. 

The department will be administered by 
a board of directors, to be appointed by the 
Cabinet, and composed of a chairman, who 
shall be a high-ranking official of the Army 
or Navy, and six members, one representing 
each of the following Ministries: War, 
Marine, Finance, and Public Works, and 
two representing the Ministry of Agricul- 
ture. The members of the board, including 
the chairman, will hold office for six years 
each, and half of the board will retire by 
rotation every three years. Members of 
the board may be dismissed only on grounds 
of unsatisfactory discharge of duties. 


CEYLON 


Colombo Tramways Purchase 
Scheme 

As a result of discussions recorded in the 
October 15, 1943, issue of The Railway 
Gazette, the Colombo Municipal Council has 
now decided to purchase the Colombo 
tramways. If the Colombo Tramway 
Company is not willing to sell for the offer 
of Rs. 2,299,000 made by the Council, an 
arbitrator is to be appointed. The Council 
has decided that, when the purchase is 
completed, the tramways shall be operated 
departmentally, and not, as at one time pro- 
posed, through an agent. 


Increase in Working Receipts 
An increase in the working receipts of the 
Ceylon Government Railway amounting to 
Rs. 1,798,625 is reported for the month of 
September, 1943, and a gain of Rs. 9,501,000 
for the whole financial year. 


Overcrowding of Office Trains 
Due to the severe overcrowding of morn- 
ing and evening “ office trains,” the railway 
authorities have suggested that offices 
should arrange slight variations in their 
hours of work. Although the users of cer- 
tain business premises have agreed, their 
opinions are not considered wholly repre- 
sentative, and the railway authorities are 
awaiting further comment before proceed- 
ing with any plans. As a preliminary to 
the formulation of a scheme to prevent 
congestion, a census is being taken of the 
number of passengers travelling to Govern- 

ment offices which use particular trains. 
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14-16-ton All-British Steel Mineral Wagon 
Tie registered design of Charles Roberts & Co. Ltd., Wakefield, 


built in large numbers since 1935 





British Railway Clearing House 
has now given permission for certain 
is previously rated at 14 tons to be 

up-graded for 16 tons. Where suitable 
traffic is available to provide this load, 
the increased value of these vehicles will 
be apparent, especially in present circum- 


stances. 


One of the types of wagons to which 
this ruling applies is built by Charles 
Roberts & Co. Ltd., of Wakefield, and is 
illustrated in this article. This vehicle is 
the registered design of Charles Roberts 
& Co. Ltd., Wakefield, and has_ been 
built by that firm in large numbers 
since 1935. The makers claim that 
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they have combined _ simplicity of 
design with the elimination of all un- 
necessary frillings, thus reducing the 
capital cost and the ultimate cost of 
maintenance, whilst retaining great 
strength, as, for example, in the par- 
ticularly strong design of the end door. 
In shunting operations great strains are 
inflicted on these end doors. On the other 
hand, where such strains are not inflicted, 
as, for example, on the side doors, a 
pressed-steel door has been designed, so 
that it can be readily lifted and closed 
by one man. 

Short draw-gear has been introduced, 
made possible by the design and strength 
of the steel underframe, and barring acci- 
dents, the wagon should prove unbreak- 
able in all details. 

Another point worthy of special notice 
is the fact that, although the body 
throughout is constructed with _ steel 
plates } in. thick, instead of the usual 
practice of #-in. thick plates, the tare 
weight of the completed wagon is only 
74 tons, and, as the vehicle will carry 
anything from 14 to 16 tons, depending 
on the class of fuel to be carried, it will 
be seen that a very considerable saving 
in dead weight is thus provided in 
mineral trains, where such wagons are 
used, 

The average standard 1923 wooden 
wagon, carrying a load of approximately 
114 tons, has a tare weight also of about 
74 tons, so that this improved steel 
vehicle enables locomotives to haul pay 
load as opposed to dead weight, by in- 
creasing the ratio of pay load to dead 
weight by roughly 30 per cent. 








Refreshment Car Service in Northern Ireland 


HE Northern Counties Committee sys- 
tem of the L.M.S.R., which is located 
entirely within Northern Ireland, is largely 
self-contained, and includes among its de- 
partments a catering organisation, com- 
prising hotels, refreshment rooms, and 
restaurant cars. The last-named have long 
earned a deservedly high reputation, and 
their service has been maintained, so far, 
throughout the war. 

In order to meet increasing requirements, 
it has been found necessary to extend and 
improve the catering facilities on the main- 
line trains. The four coaches required for 
the maintenance of the refreshment-car ser- 
vice between Belfast and Londonderry have 
been altered materially, and now provide 
greater comfort and ensure increased effici- 
ency in the service of refreshments. Before 
the alterations were made, each coach was 
fitted with a small refreshment saloon and 
kitchen, the space for which had_ been 
found by taking over three second-class 
compartments. The remainder of each 
coach consisted of two first-class compart- 
ments, two first-class coupés, and one 
second-class compartment. 

In the reconstructed vehicles, the kitchen 
situated at the end of each coach remains 
unaltered. The staff, however, have better 
accommodation for food and utensils, as 
the stock of bottled refreshments is stored 
in another part of the coach. The saloon 
adjoining the kitchen has been transferred 
into an inviting little buffet, where tea, 
sandwiches, and light refreshments are 
served. A service hatch to the kitchen ex- 
pedites the service. The buffet in each of 
the coaches has been redecorated in a 
lighter style than formerly, and the general 
effect is most cheerful. Two large win- 
dows, replacing the former six small 
windows, improve the lighting and afford a 


better view. The seating accommodation 
for 10 persons has been re-arranged, and 
more comfortable chairs provided. 
Adjoining each buffet, but entered by a 
separate door from the corridor, is an at- 
tractive miniature bar suitably equipped 
and decorated. The space for the bar was 











formerly occupied by a second-class com- 
partment and a first-class coupé or 
‘““honeymoon’’ compartment. Different 
colour schemes have been used in decor- 
ating the buffets and bars, and the indi- 
vidual treatment in each case has been very 
successful. The remaining accommodation 
on each coach consists of two first-class 
compartments and one first-class coupé; 
these are upholstered in rose coloured repp. 


Refreshment car buffet for service of tea, sandwiches, and light refreshments. 
Bottled refreshments are served in the bar adjoining, which is entered by 
separate door from corridor 
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*’ class locomotive No. 827 


S15 


Down relief West of England express climbing Honiton Bank drawn by Southern Railway “‘ 
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RAILWAY 


PERSONAL 


Col 1 Eric Gore-Browne, D.S.O., 
0.B.I A.D.C., has been elected Chair- 
man the Southern Railway Company 
in st ssion to the late Mr. Robert 
Holla Martin, C.B., and the Rt. Hon. 
the Earl of Radnor has been — elected 
Deputy -( ‘*hairman. 


The Minister of Home Affairs, with the 
appro of the Governor of Northern 
Trelan has appointed Mr. B. J. Fox, 


Elected Deputy-Chairman, Great 


K.C.; Major D. M. Anderson, of Belfast 
Chamber of Trade; and Mr. Patrick 
Donnelly, Solicitor, to constitute the 
Transport Appeals Tribunal for Northern 
Ireland for the purposes of the Road & 
Railway Transport Act (Northern Ire- 
land), 1935. 


We regret to record the death on Feb- 
tuary 4 of Mr. William McHardy, O.B.E., 


late London Kepresentative, Kenya & 


Uganda Railways & Harbours, 


Commander H. V. Gaud has taken over 
the duties of London Manager, Metro- 
politan-Cammell Carriage & Wagon Co. 
Ltd., consequent on the death of Mr. 
F. J. Hills, which was recorded in our 
December 24, 1943, issue. 


Sadd has been 
Midland 


Mr. Clarence T. A. 
elected Vice-Chairman of the 
Bank Limited. 


Mr. John S. Allan, Chairman of the 

North of Scotland Bank Limited, has 
been appointed to the board of the Mid- 
land Bank Limited, in succession to the 
Earl of Caithness, who has resigned on 
account of ill-health. 
_Lor 1! Woolton, Minister of Reconstruc- 
tion, was the guest of honour at a lun- 
cheon given at the Savoy Hotel, London, 
on February 10, by the President (Mr. 
Cecil Bentham) and members of council 
of the British Engineers’ Association. 
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The Hon. Sir Edward Cadogan, K.B.E., 
C.B., M.P., who, as recorded in our 
December 3, 1943, issue, succeeds the Rt. 
Hon. Lord Palmer as Deputy-Chairman 
of the Great Western Railway Company 
as from the beginning of this year, was 
elected to the board in 1929. He has been 
for some years Chairman of the Finance 
and the Law, Parliamentary & Estate 
Committees of the directors. Edward 
Cecil George Cadogan was born in 1880, 
the sixth son of the fifth Earl Cadogan, 
was educated at Eton and at Balliol Col- 


The Hon. Sir Edward Cadogan 


NEWS SECTION 


L.M.S.R. APPOINTMENTS 

The following appointments have been 
approved by the board of the London 
Midland & Scottish Railway Company :— 

Mr. E. C. Dewick, District Estate 
Agent, Derby, to be District Estate 
Agent, Liverpool, vice Mr. H. C. Hannon, 
retired. 

Mr. H. Travis, Chief Surveyor, Estate 
Department, Derby, to be District Estate 
Agent, Derby. 


Mr. W. S. Boyle, Indoor Assistant to 


** 


Western Railway Company, who is acting as Chairman during the absence 


in Washington of Sir Charles Hambro 


lege, Oxford, and was called to the Bar 
at the Inner Temple in 1905. He was 
Member of Parliament for Reading 
(1922-23) and for Finchley (1924-35), and 
has represented Bolton, as a Conservative, 
since 1940. During the war of 1914-18 
he saw service in the Dardanelles, Egypt 
and Palestine, and was mentioned in dis- 
patches; and during the early part of the 
present war, before his election to Par- 
liament, he served in the R.A.F.V.R. Sir 
Edward Cadogan is a Deputy-Lieutenant, 
County of London; a Justice of the Peace; 
a Director of the Law Union & Rock In- 
surance Co. Ltd.; Secretary to the Cale- 
donian Canal Commission; and a member 
of the executive of the King George V 
Memorial Fields Foundation. He has 
served on a number of Governmental 
committees; and he is the author of 
several books. 


Mr. John R. Hind, British Railways 
Press Agent, who since the outbreak of 
war has acted also as Press Officer to the 
Railway Executive Committee, has now 
relinquished the latter office, and is de- 
voting his whole time once again to the 
Railway Companies’ Association. He has 
been succeeded by Mr. H. J. Locke (who 
formerly assisted him in that capacity) in 
handling the official press announcements 
of the R.E.C. Mr. Hind has accordingly 
resigned from the Publicity Committee of 
the R.E.C. His biography was published 
in our October 5, 1934, issue at the time 
he became British Railways Press Agent. 


Horse Superintendent, Chief Operating 
Manager’s Office, Watford, H.Q., to be 
Horse Superintendent, Glasgow, vice Mr. 
F. R. Kitton, promoted. 

Mr. E. Williams, Goods Agent, Lang- 
ton Dock & North Mersey, to be Goods 
Agent, Alexandra Dock (Liverpool), vice 
Mr. J. Hammond, retiring. 

Mr. T. E. Hawkins, Chief Delivery 
Clerk, Edge Hill, to be Goods Agent, 
Langton Dock & North Mersey. 

Mr. E. Omerod, Goods Agent, Rad- 
cliffe, to be Goods Agent, Accrington, 
vice Mr. J. S. Gibbons, retired. 

Mr. J. S. Nicholson, Stationmaster, 
Low Moor, to be Stationmaster & Goods 
Agent, Normanton, vice Mr. W. G. 
Tanner, retiring. 

Mr. E. Chilton, Stationmaster, Mir- 
field, to be Stationmaster, Low Moor. 

Mr. W. Woodcock, Stationmaster, 
Nelson, to be Stationmaster, Fleetwood, 
also in charge of Wyre Dock & Burn 
Naze, vice Mr. J. W. Copley, promoted. 

Mr. J. W. Copley, Stationmaster, 
Fleetwood, also in charge of Wyre Dock 
& Burn Naze, to be Passenger Agent, 
Blackpool (North & Central), vice Mr. D. 
Price, retiring. 

Mr. J. G. Woodall, Clerk (Passenger 
Services), Office of Divisional Superin- 
tendent of Operation, Derby, to be 
Assistant Divisional Controller (Passenger 
Services), Office of Divisional Superin- 
tendent of Operation, Derby, vice Mr. 
G. E. Cowley, deceased. 





168 
U.S. TRANSPORTATION CORPS 

Representatives of the American Rail- 
roads, at present serving in the Transporta- 
tion Corps of the United States Army, 
E.T.O., to show their appreciation of the 
hospitality extended to them by the use 
of the Transportation Club, provided by 
the British railways, gave a dinner at the 
club on February 14. 


The hosts were: Colonel N. A. 
Chicago, Milwaukee, St. Paul & 
road); Lt.-Colonel W. S. Carr, T.¢ 
& H. Railroad Lt.-Colonel H. S. Bingham, 
rc (Board of Transportation, N.Y. City 
lransit Svstem); Lt.-Colonel W. M. Snow, 
r.¢ New York Central System Major A. ¢ 
Bonnaffon, r.¢ (Pennsylvania Railroad 
Major E. H. Boykin, T.C. (Louisville & Nash 
ville Railroad Major E. J. Finnegan, T.¢ 
(Pennsylvania Railroad Major C. E. Page, 
r.C. (Missouri Pacific Lines Major H. L. 
Phvfe, T.C. (Association of American Rail 
roads); Captain J. N. Langfitt, T.C. (Illinois 
Central System). 


Ryan, T.C. 
Pacific Rail 


(N.Y.N.H. 


The British guests were: Lord Ashfield, 
Chairman, L.P.T.B.; Mr. V. M. Barrington 
Ward, D.S.O., Assistant General Manager, 
L.N.E.R., and Chairman, Operating Committee, 
Railway Executive Committee; Mr. John 
Elliot, Deputy General Manager, Southern 
Railway; Mr. K. W. C. Grand, ‘Assistant 
General Manager, G.W.R.; Mr. J. A. Kay, 
Editor, The Ratlway Gazette; Sir Ronald W. 
Matthews, Chairman, L.N.E.R.; Sir James 
Milne, K.C.V.O., C.S.I., General Manager, 
G.W.R.; Sir Charles H. Newton, Chief 
General Manager, L.N.E.R.; Mr. Harold 
Rudgard, Superintendent of Motive Power, 
L.M.S.R.; Colonel K. R. N. Speir, D.S.O., 
Secretary, Transportation Club; Mr. T. E. 
rhomas, C.B.E., General Manager, L.P.T.B. 

Sir William Wood, President of the Executive, 
L.M.S.R.; Mr. E. J. Missenden, O.B.E. General 
Manager, Southern Railway; and Mr. T. W. 
Royle, Chief Operating Manager, L.M.S.R.; 
were unavoidably prevented from being 
present. 


We regret to record the death on Feb- 
ruary 10, at the age of 77, of Mr. Robert 
Armitage, who was Chairman of Brown 
Bayley’s Steel Works Limited and of the 
Farnley Iron Co. Ltd., and a Director of 
the Wagon Finance Corporation Limited 
and Stainless & Rustless Steel Co. Ltd. 


Mr. M. R. Pandya (Gondal Ry.) ; 


Back row (standing) 
J. N. E. Nagle (B.&.A.Ry.); Mr. A. T. Pegge (B.L.Ry.); Mr. Jetha Nand (I.R.C.A.) 


Centre row (standing) 
J. M. Pandya (J.S.Ry.); 
J. P. Jain (D.R.L.Ry.) ; 


Front row (sitting) 


(J.Ry.); 


Mr. G. A. Rowlerson (O.&T.Ry.); Mr. A. 


Rai Saheb Girdharlal D. Mehta (J.&D.Ry.) ; 


Mr. K. Gundappa (Jp.S.Ry.); Mr. T. 


Mr. A. Mair (O.&T.Ry.); Mr. R. N. Mirza (M.S.Ry.) ; 
Mr. G. E. Cuffe (B.&.A.Ry.); Mr. C. G. W. Cordon (President, I.R.C.A.) 


THE RAILWAY GAZETTE 


Mr. T. B. Hare, M.Inst.T., Principal 
of the L.N.E.R. All-Line Operating 
School, which, as recorded in our Janu- 
ary 21 issue, was opened by Sir Charles 


Mr. T. B. Hare 


Appointed Principal of the 
L.N.E.R. All-Line Operating School 


Newton on January 13 last, was released 
last September from his duties as District 
Superintendent, Darlington, in readiness 
to assume his new position. Mr. Hare 
entered the North Eastern Railway ser- 
vice as a junior clerk in the office of the 
Superintendent of the Line in 1899. He 
occupied various positions, chiefly in con- 
nection with passenger, freight-train, 
timetable, and rolling-stock work until 
1907, when he was transferred to the Dis- 
trict Superintendent’s Office at Sunder- 
land. For a period he was Wagon Control 
Clerk in that office, and from 1909 to 


Mr. F. D’Souza (Bk.S.Ry.) ; 


Boxall (N.S.Ry.) ; 


Mr. J. B. Remington (G.1.P.Ry.); Mr. H. N. Ray (B.P.Ry.) ; 
Mr. K. R. Ghatge (Sc.S.Rys.) ; Mr. C. S. Mehta (Me.S.Ry.); Khan Bahadur N. R. Green (Morvi Ry.); Mr. F. H. Bibra (B.S.Ry.); Mr 
J. Ryan (M.S.M.Ry.); Mr. S. G. Pick (I.R.C.A.) 

Mr. J. N. Nanda (N.S.Ry.) ; 


3.& ; Mr. G. C. Laughton (B.B.&C.I.Ry.); Sir Arthur Griffin (N.W.Ry.) ; 
Mr. J. F. C. Reynolds (S.I.Ry.) ; Mr. W. R. FitzGerald (B.N.Ry.) ; Mr. P. Wood (G.I.P.Ry.) 


February 18, .944 


1913 held the office of Inspector. n 1944 
he was attached to the staff o Arp. 
strong College, Durham Universi y, fo; 
the purpose of assisting the Professor jp 
Economics with the preparation 0f ler. 
tures and a text book on “* J.ailway 
Operating.’” He then was transferred 
the Superintendent’s Office at York a 
Assistant Chief Staff Clerk. In 115 
received a commission in the 17¢} 
(L.N.E.R.) Battalion, Northum! erland 
Fusiliers, and later was transferred to the 
Royal Engineers (Docks Directorat ). [py 
1918 he returned to the North Faster 
Railway as Chief Staff Clerk i th: 
Superintendent’s Office. In 1920 e be. 
came Yardmaster at Newcastle orth 
and in 1921 became Assistant Strict 
Superintendent at Middlesbrough In 
1923 he was appointed Assistant District 
Superintendent for the Hull District, and 
in 1928 District Superintendent, Middles. 
brough. In 1932 the Darlington District 
was added to his charge. Mr. Hare is 
author of two books on railway operation 
namely, ‘‘ British Railway Operation 
(published 1927), and ‘* Practical Railway 
Operating ’’ (published 1931). He has 
always taken a keen interest in ambulane 
work, and in recognition of his services 
was made a Serving Brother of the Order 
of St. John of Jerusalem in 1933. 

Mr. Charles E. Lee, an Associate Editor 
of The Railway Gazette, has been elected 
a Fellow of the Permanent Way Institv- 
tion; he has been an Associate Fellow for 
some years. 


We regret to record the death on 
February 3 of Mr. H. Boon, Advertising 
& Publicity Manager of the Chloride 
Electrical Storage Co. Ltd. Mr. Boon 
had been with the company for the last 
fourteen years. 

INDIAN RAILWAY STAFF CHANGES 

On return from leave, Khan Bahadur 
M. D. Sheik has resumed charge of his 
duties as Director, Railway Board 

Mr. O. R. Tucker has been appointed 
to officiate as Divisional Superintendent 
E.I.R. 


Khan Bahadur M. A. Rashid (G.B.S.Rys.); Mt 


Mr. R. S. Tripathi (Dh.S.Ry.); Mt 


Sir Robert Marriott (E.I.Ry. 
Mr. J. W. Gordon 


, 


INDIAN RAILWAY CONFERENCE ASSOCIATION 
Group taken at New Delhi during the 46th session which began on November 26, 1943 
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TRANSPORT SERVICES AND THE WAR—229 


Escalator Fuel Economy 
Some 11,000 units of electricity a week 
are being saved by stopping the “ down” 
escalators at 24 underground stations of 
London Transport during the mid-day slack 
period and all day on Sundays. The equiva- 
lent saving in coal is 142 tons a year. 


London Bus Livery 
Central Area red buses numbering 250, 
at present operating in country districts, 
are to be painted green to match the rest 


+ of the London Transport Country Bus fleet. 


These Vehicles were placed on Country 
routes to meet emergency conditions. Now, 
as they come in for overhaul, the oppor- 
tunity is being taken to paint them green 


Decorations for L.M.S.R. Men 

No fewer than 187 L.M.S.R. men have 
earned decorations or awards since war 
began. Of these, 54 were won in air attacks 
while the recipients were on railway duty 
on the L.M.S.R. ; 91 by staff in the Forces ; 
and 35 for meritorious railway service. 
The decorations include a D.S.O., a Croix de 
Guerre, 8 George Medals, 46 B.E.Ms., 
9 D.F.Cs., and 10 Military Medals. 


Railwaymen on War Service 
The Railway Executive Committee has 
announced that upwards of 113,000 rail- 
waymen and women are serving in H.M 
Forces and in full-time Civil Defence, about 
2.700 of whom hold commissioned rank. 
Of this total, 2,200 are prisoners of war 
or are interned in neutral countries. Nearly 
100,000 railwaymen are enrolled in the 
Home Guard, and 130,000 are fully trained 
in Civil Defence work. Some 4,600 railway 
employees have been loaned to industry 
and 240 to Government Departments. 
Altogether the British main-line railways 
and London Transport employ more than 
554,000 men and 114,000 women, to whom 
wages totalling £192,562,000 were paid in 
1943. 


British Airways in 1943 

Aircraft of the British Overseas Airways 
Corporation in 1943 flew the equivalent of 
one and a third times round the world every 
day. The mileage flown was approximately 
12,500,000, an increase of 25 per cent. over 
the previous year. Comparative operating 
figures are as follow :— 

Jan.-Dec. Jan.-Dec. % 

1942 1943 Increase 
9,154,409 y 252,863 2 9 
3,318,250 3,094,235 —6-8 
4,760,398 7,886,809 
17,233,057 22,233,912 


Passenger ton miles 
Mail ton miles ... 
Freight to miles = 
Total traffic ton miles ... 
Total miles flown 9,967,379 12,481,485 
Total passengers carried 47,847 65,667 
Mail carried (in tons) . 1,093 1,271 
Freight (in tons) : 2,139 3,975 

The corporation is at present operating 
approximately 50,000 miles of routes. An 
outstanding feature of the services con- 
tinues to be the North Atlantic Return 
Ferry, which is still operating in both 
directions over the 3,200-mile route between 
the United Kingdom and Montreal. It 
was pioneered by British Overseas Airways, 
which took over responsibility for its opera- 
tion in September, 1941. This British air 
line is the only service to have run in both 
directions across the North Atlantic through 
two winters ; it is now in its third winter. 
It carries back to Canada as required 
the delivery pilots and crews of Transport 
Command, R.A.F., and the aircraft return 
with Government ‘passengers and freight. 


The corporation operates a second 
Atlantic service, by flying boat between the 
United Kingdom and Baltimore. There are 
also British Overseas Airways services 
from the United Kingdom to West Africa, 
and to Egypt. Two Trans-African services 


are operatei. The horseshoe route, som® 
8,000 miles in length, from Durban to 
Calcutta, is another long-distance service 
which has established a remarkable record 
for regularity of operation, using the Short 
Empire flying-boats. A list of services in 
operation at the close of 1943 is as follows:— 

U.K. — Foynes — Lisbon — Bathurst—Lagos—Belem— 
Trinidad—Bermuda — Baltimore — Bermuda — Lisbon — 
Foynes (winter); in summer direct »route across the 
Atlantic ; U.K.—Foynes—Botwood—Baltimore ; 

U.K.—Foynes shuttle service ; 

U.K.—Montreal (North Atlantic Return Ferry Ser- 
vice) ; 

U.K.—Lisbon ; 

U.K.—Lisbon—Gibraltar ; 

U.K.—North Africa ; 

U.K.—Sweden ; 

U.K.—Egypt ; 

Cairo—Habbaniyeh—Teheran ; 

Cairo—Luxor—Jedda—Port Sudan—Asmara—Addis 
Ababa ; 

Cairo—Aden ; 

Cairo — Wadi Halfa —Khartoum — El Fasher — El 
Geneina—-Maiduguri—Kano—Lagos—Takoradi ; 

Cairo—Lydda—Habbaniyeh—Basra — Bahrein — Jwani 
—Karachi ; 

Cairo—Asmara—Kamaran—Aden—Rijan — Salalah — 
Masira—Jwani—Karachi ; 

Khartoum— Malakal—J uba—Kisuma—Nairobi ; 

Khartoum—Cairo ; 

Durban—Lourenco Marques--Beira— Mozambique— 
Lindi—Dar es Salaam — Mombasa—Kisum —Port Bell— 
Laropi—Malakal —- Khartoum — Wadi Halfa — Cairo — 
Kallia—Habbaniyeh—Basra-—Bahrein—Dubai — Jwani— 
Karachi—-Raj Samand—-Gwalior—Allahabad — Calcutta; 

Durban. —Johannesburg ; 

Lagos-~ Libreville — Leopoldville — Coquilhatville — 
Stanley ville —Laropi—Malakal— Khartoum-—Wadi Halfa 
—Cairo ; 

Kisumu— Mombasa-—Dar es Salaam—Lindi—Pamanji— 
Diego Suarez (Madagascar). 

This list does not include certain routes 


which may not be made public. 


War Aircraft Falling in Switzerland 

Some trouble has been experienced with 
aeroplanes belonging to the belligerents 
falling on Switzerland, and _ requiring 
special transport arrangements to clear the 
wreckage. For example, an American 
Flying Fortress descended at Utzensdorf 
on the line from Solothurn to Burgdorf. 
The body and wing portions—of course, 
separated—were transported, the former 
on a special girder wagon by rail to Diiben- 
dorf, the latter on one of the railway-owned 
heavy multi-wheel road conveyor wagons 
by road to the same place. 


L.N.E.R. Suburban Service 
Alterations 

From Monday, February 7, the London & 
North Eastern Railway has made altera- 
tions in its suburban and outer suburban 
services from Liverpool Street and Kings 
Cross, with a view to an improvement in 
punctuality, and a better distribution of 
passengers without increase of train mile- 
age. Some trains have been withdrawn 
and others previously withdrawn have been 
reinstated ; various trains make additional 
stops or have their starting times adjusted 
to fit the new programme. Among more 
important alterations, the 5.22 p.m. from 
Liverpool Street to Southend-on-Sea on 
weekdays, and the 12.14 p.m. on Saturdays, 
express to Billericay and thence all stations 
to Southend, are reinstated ; the 5.52 p.m. 
from Liverpool Street to Southend, hitherto 
non-stop from Stratford to Billericay, calls 
at Shenfield and divides, the first portion 
for Rayleigh, Prittlewell, and Southend 
only, and the second part for all stations on 
the Southend branch. From Kings Cross 
the 6 a.m. to Doncaster leaves at 5.45 a.m., 
and is now non-stop from Finsbury Park to 
Hitchin; the 7.23 a.m. to Grantham calls 
only at Hatfield between Finsbury Park and 
Hitchin ; and the 10.15 a.m. to Cambridge 
starts at 10.25 a.m. and is non-stop from 
Finsbury Park to Hatfield. Other local 
services have been altered or extended tc 
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cover the suburban stops previously made 
by these three trains. The 5.50 a.m. to 
Cambridge is withdrawn, passengers travel- 
ling by the 5.45 a.m.train, and the 7.5 p.m. 
from Kings Cross no longer has a Cambridge 
connection from Hitchin. Through coach 
workings between Kings Cross, Luton, and 
Dunstable are discontinued, though all the 
branch trains, with suitable, Kings Cross 
connections at Hatfield, continue to run. 


Turkish Air Lines Discontinued 

The air services between Ankara and 
Istanbul and between Ankara and Adana, 
operated by the State-owned Turkish Air 
Traffic Company, have been discontinued 
for the winter months. 


Goods Road Services in Eire 

On February 1 the Great Southern Rail- 
ways Company introduced scheduled road 
merchandise services in the counties of 
Kerry, Limerick, and Clare. This is a 
further extension of the arrangements which 
previously have been described in detail in 
our columns. 


Copenhagen Local Traffic 

Restrictions on motor vehicle traffic 
in Denmark, as in other continental coun- 
tries, have led to a great increase in local 
railway and tramway traffic. The number 
of coach miles run by the electric suburban 
services in Copenhagen has grown 14 per 
cent. during the last twelve months, and 
the number of passengers carried by 30 per 
cent. This does not take into account any 
passengers who make part of their journey 
only on the local lines and continue to 
their destination in another train; the 
increase refers solely to the ordinary daily 
and season-ticket traffic within the subur- 
ban zone. 


German Names for Serbian Stations 
German mames have recently been 
imposed on a number of railway stations 
in the region around Petrovgrad, an in- 
dustrial town 56 miles to the north of 
Belgrade on the Belgrade (Dunav)-Pancevo- 
Petrovgrad-Subotica railway. The stations 
are listed below with their Serb name and 
their new German appellation :— 
Belgrade-Subotica Line— 
Jabuka (first station north of 
Pancevo).. 
Banatsko Kraljeviceco 
Petrovgrad.. 
Elemir (first station north of 
Sarena 
Bocar 


Petrovgrad-Secan]-Vrsac alia 
Lazarevo 
Banatski Despotovac 
Secanj 
Hajducica ... 
Velika Greda Georgshausen 
Mariolana ... Zichydorf 


Dragutinovo-Velika Kikinda-Zimboles line— 
Sveti Hubert -- Sankt Hubert 
Dragutinovo is a junction on the Petrov- 
grad-Subotica line; Zimbolea is the Rou- 
manian frontier station on this main line 
leading to Timishoara; Velika Kikinda is 
the Jugoslav frontier station. 
Velika ~<“ cns. line— 
Nakovo Nakodorf 
Nakovo is pe to Velika Kikinda. This 
line, leading to Arad, was not worked 
beyond Nakovo before the war. 


Petrovgrad-Klarijaline— 


Apfeldorf 
Franzfeld 
Betschkerek 


Deutsch-Elemer 
Botschar 


Lazarfeld 
Ernsthausen 
Petersheim 
Heideschitz 


Kathreinfeld 
Sankt Georgen 


Klarija 


Katarina... nae 
Begej Sveti Djurdji 
This is a 2 ft. 6 in. gauge line. 
is close to Zimbolea, but on Jugoslav 
territory. 
Baziash ceeenges npennan se line— 


Bela Crkva eisskirchen 


Particulars regarding this line were 
published in The Railway Gazette of July 23. 
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1943 (page 93), in a note on Roumanian 
transit traffic across Jugoslav territory 
between the Danube port of Baziash and 
Timishoara. 

Secanj-Jasa Tomic-Nincicevo line 
Secanj ots aes 
Jasa Tomic 
Nincicevo ... 


Petersheim 

Modosch 

Pardan 
Between Jasa Tomic and Nincicevo the 

line crosses Roumanian territory, to the 

south-west of Timishoara. The Jasa Tomic 

to Timishoara line was not worked before 

the war. 

Novi Sad-Titel-Tomasevac line— 
Knicanin : 


mis Rudolfsgnad 

It will be noticed that not all the stations 
on these lines have had their names Ger- 
manised. It is also reported that the name 
of Martinica-Pavlovo Station has been 
changed to Sigmundfeld, but the location 
of this station cannot be traced. 

The railways concerned in this wide- 
spread change were shown on the maps 
published in our issue of February 20, 1942, 
page 260 

J.S.A. Identification Certificates 

Although passports are not required of 
American citizens travelling between points 
in the U.S.A. and points in Mexico, and, in 
fact, there is a substantial daily transit of 
the border by many persons, it has been 
found convenient to certificates of 
identification to American citizens leaving 
or entering the U.S.A., and these came into 
use on November 15 last. 


issue 


Canadian Railway War Workers 

The most recent compilation of men and 
women workers of the Canadian National 
Railways engaged in the Canadian war 
effort shows that 17,035 are participating. 
The great majority are in the Armed Forces, 
others are with the Reserve Army, another 
large group with the Merchant Navy, and 
substantial numbers are on loan to various 
Government Departments. 

Canadian Hospital Train in Service 

At the end of last year, Canadian wounded 
in the Sicilian campaign were taken to 
Canada in the hospital ship Lady Nelson, 
and transferred to an 18-car special hospital 
train of the Canadian National Railways 
for conveyance from the eastern port at 
which they landed to Montreal. They 
included wounded Army and Air Force 
men and Canadian prisoners of war repa 
triated from Germany. The train consisted 
of 4 hospital cars (the interior of one of 
which is illustrated), 11 sleeping cars, 
2C.N.R. dining cars, and one baggage car. 


Mobile Power Plants 

Among recently-built equipment of the 
U.S.A. Navy are two mobile electric- 
generating power plants, each of 10,000 kW, 
mounted in railway vehicles. They have 
been built for the Bureau of Yards & Docks, 
U.S.A. Navy Department, by the General 
Electric Company of Schenectady, New 
York, and are designed to supply power 
rapidly wherever it may be required for 
naval activities. 

Mobile electric sub-stations built by the 
L.N.E.R. for emergency conditions were 
described and illustrated in our issue of 
October 22 last, page 411 


Canadian Railway-Built War Supplies 

Substitutions and improvisations at the 
Angus Shops of the Canadian Pacific Rail- 
way Company, Montreal, saved nearly a 
million dollars and greatly accelerated the 
delivery of more than 1,400 Valentine 
tanks and their spare parts to the Russian 
Army. A saving of $956,670 on labour, 
machine tools, and materials (made up of 
$438,570 in labour and materials and 
$518,100 in machine tools) was recorded in 
the report by Mr. H. R. Naylor, Works 
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The interior of a hospital ward car on the Canadian National Railways, as used recently 
for wounded in the Sicilian campaign and for repatriated Canadian prisoners of war 
(See accompanying paragraph) 


Manager of Angus Shops. An even more 
important saving, in view of the urgency of 
the Russian need for tanks, was the reduc- 
tion by hundreds of thousands of working 
hours in the time required to complete the 
contract. All the improvisations were 
accomplished with what was at hand in the 
shops 


Road Transport in Ceylon 

Since some details of the road-transport 
situation in Ceylon were published in our 
December 3, 1943, issue, news has reached 
us that certain proposals concerning the 
reorganisation of the Department of Motor 
Transport have been approved by the 
Executive Committee of Local Adminis- 
tration, and that officers are to be appointed 
to supervise bus services in various areas. 
A vote has been passed in the State Council 
to the effect that officers be appointed 
to supervise the Director of Transport’s 
passenger road-transport scheme, which 
came into operation recently, and to which 
frequent references have been made in 
The Railway Gazette 

Wartime Railway Traffic in Persia 

Captain R. M. Robbins, who recently 
returned from Persia to Cairo, gave in a 
recent B.B.C. news broadcast some interest- 
ing details of the establishment and main- 
tenance of the Persian supply route to 
Russia. He was with the first railway 
operating company of the Royal Engineers 
which was the first British unit to tackle 
the job of opening up this unpromising road 
to Russia. New marshalling yards, new 
quays, and a complete new railway, 80 miles 
long, were built, he said. A fine metalled 
highway was constructed across the desert 
and the existing mountain road improved. 
After a year’s work, 40,000 tons of supplies 
a month were pouring through to Russia. 
Within another six months the total had 
been doubled; after another six months 
the figure was over 200,000 tons a month 
over all the Persian Gulf routes, and it was 
still increasing. This was the result of hard 
work. 

They heard one day that a cable, 67 miles 
long weighing 414 tons all in one piece, was 


at sea and would have to be got through to 
the Russians. They did it by coiling the 
cable on to bogie wagons on the jetty beside 
the ship and carrying it on from one to the 
next until 11 large wagons were loaded 
This work took 11 days, and then the train 
was sent forward as a special. There were 
delays and accidents. Part of the line was 
carried away by flood; and there were 
derailments, caused sometimes by falling 
rocks, and once by a straying camel. It 
was amazing how tough a camel could be, 
tough enough to throw a 67-ton locomotive 
off the track: Moreover, local railway 
staff, hastily recruited and barely trained, 
caused collisions through inexperience 

Special attention had to be given to trains 
carrying sugar or ammunition because these 
were far and away the most attractive of all 
cargoes. Communication was by telephone, 
over lines which seemed always to have a 
dozen screaming imprecations in 
Persian along them. At one mountain sta- 
tion a stationmaster made a serious com- 
plaint; the transmission of messages at 
certain times in the day had interfered with 
his reception of a news bulletin. He had 
led a wire from his radio set to the telegraph 
line and was using the latter as an aerial 
The local railway staffs, especially the 
labourers engaged on maintenance of track, 
were near to starvation at one period. 
Above all, there was the water question, for 
steam locomotives, which was a precious 
commodity in Persia. More than once the 
supply to railway water points was shut off 
because the inhabitants could think: 
better uses for it! There was no fresh 
water at the port of Bandar Shahpur, so 
every drop for drinking and for locomotives 
had to be carried 80 miles by rail, and 
guarded on the way to make sure that the 
thirsty desert dwellers did not empty the 
tanks at stopping places. Since then many 
improvements had been made. High- 
powered diesel-electric locomotives had 
replaced coal-burning steam locomotives; 
and ports, roads, and services have been 
organised. Where 500 tons a day at a point 
on one of the routes was the target 18 
months ago, today it was 3,000. 
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Southern Railway and 
Fuel Economy 


After the series of Inter-Railway Fuel 
Economy Conferences which concluded in 
London on January 12, the Southern Rail- 
way, on January 20 and January 28, held 
two similar conferences at Eastleigh Works 
and Exeter respectively. 

At Eastleigh the gathering consisted of 
some 150 delegates from all departments 
and was presided over by Mr. John Elliot, 
Deputy General Manager. Mr. M. G. 
Bennett, L.M.S.R, Chairman of the Inter- 
Railway Fuel Economy Committee, was 
present and opened the meeting. 

The gathering also included the Mayor of 
Eastleigh (himself a member of the Southern 
Railway staff), Mr. A. Cobb, Locomotive Run- 
ning Superintendent; Mr. E. A. W. Turbett, 
Assistant Chief Mechanical Engineer; Mr. C. 
Grasemann, Public Relations & Advertising 
Officer; Mr. W. G. Pape, Wartime Economy & 
Salvage Liaison Officer; Mr. A. Moore, Western 
Divisional Locomotive Running Superinten- 
dent; Mr. F. S. Gill, Divisional Engineer, 
Eastleigh ; Mr. F. Bishop, Southern Divisional 
Superintendent ; Mr. A. Cunnington, Assistant 
Engineer, Lighting, Heating & Water ; and Mr. 
S. E. Whitehead, J.P., Engineer & General 
Manager, Gas Light & Coke Company, South- 
ampton. 

Two papers were read, the first by Mr. F. 
Munns, Works Superintendent, Eastleigh, 
entitled ‘‘ Fuel Economy in Works”’ and 
the second by Mr. L. Willoughby of the 
Locomotive Running Department, which 
was entitled ‘‘ Locomotive Fuel Economy 
Measures.” . 

After the reading of the papers there was 
an open discussion during which valuable 
suggestions were made, and in addition two 
films were shown, entitled ‘“‘ The Burning 
Question ’’ and ‘‘ Boiler House Practice.”’ 

At Exeter, on January 28, Mr. Elliot 
again presided over a meeting of approxi- 
mately 100 delegates; the opening paper 
entitled ‘‘ Voluntary Fuel Economy by the 
Traffic Department ’’ was read by Mr. W. J. 
England, Superintendent of Operation. 
Mr. England was followed by Mr. Sam 
Smith of the Locomotive Running Depart- 
ment with his paper on ‘‘ Locomotive Coal 
Economy Measures,’”’ and the conference 
concluded with a paper by Mr. A. Cunning- 
ton, Assistant Engineer, Lighting, Heating 
& Water, on ‘‘ Day by Day Fuel Economy.” 
As in the case of the Eastleigh, Conference 
there was an open discussion after each 
paper and showing of the film “ The 
Burning Question.” 


Left to right: Mr. M. G. Bennett (L.M.S.R.), Chairman of the 
Inter-Railway Fuel Economy Committee; Mr. L. Willoughby, 
John Elliot, Deputy 
General Manager, Southern Railway (Chairman of the con- 
ference); Mr. F. Munns, Works Superintendent, Eastleigh, 


Acting Locomotive Inspector; Mr. 
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at the Southern Railway fuel-economy conference held at 


Eastleigh on January 20 
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In addition to the speakers the following 
were present :— 

The Mayor of Exeter; Mr. R. H. Dymond, 
City Engineer & Surveyor; Mr. H. H. Brown, 
Engineer & General Manager, Exeter Gas Com- 
pany; Mr. O. Carpenter, Regional Secretary of 
Fuel Efficiency Committee, Bristol; Mr. C. A. 
Billinger, Regional Coal Officer; Ministry of 
Fuel & Power, Bristol; Mr. C. J. Newman, 
Town Clerk of Exeter; Mr. W. O. Wills, Sheriff 
cf Exeter; Mr. C. Grasemann, Public Relations 
& Advertising Officer; Mr. W. G. Pape, War- 
time Economy & Salvage Liaison Officer; Mr. 
E. A. W. Turbett, Assistant Chief Mechanical 
Engineer; Mr. G. Bishop, Western Divisional 
Superintendent; Mr. W. H. Shortt, Western 
Divisional Engineer; Mr. T. E. Chrimes, 
Assistant Locomotive Running Superintendent. 








Points from Indian 
Conference Addresses 


In our issue of January 14 we gave a 
brief summary of the proceedings of the 
1943 session of the Indian Railway Con- 
ference Association, based on airgraphs 
received from our correspondent in that 
country. We have received since the 
full text of the addresses, and give below 
some further points from them. 

Mr. C. G. W. Cordon, Agent & General 
Manager, Madras & Southern Mahratta 
Railway, in his presidential address, con- 
gratulated railway recipients of recent 
honours, and referred to the loss sus- 
tained by the death in harness of Mr. 
Alexander Duncan, Agent & General Man- 
ager of the Bengal-Nagpur Railway. 

He went on to point out how keenly 
railwaymen appreciated the inconveniences 
in respect of both passenger and goods 
traffic suffered at the present time by the 
public; and, although he did not wish to 
stress the difficulties of operation with 
which railways had to contend, he men- 
tioned a few points in explanation of the 
railways’ position. The earnings of State- 
owned lines were 78 per cent. higher than 
in 1939, and pressure of traffic was 
greatest on the broad-gauge main routes. 
On the M.S.M.R., for instance, the fol- 
lowing percentage increases had _ been 
recorded that year, as compared with 
1938-39: passenger traffic: first class, 
605; second class, 339; intermediate class, 
220; third class, 44; and parcels and other 
coaching earnings, 156 per cent. 

Meanwhile, the pressure involved in 
providing for so much heavier traffic had 
to be considered with the facts that rail- 
ways had released many experienced mem- 


Superintendent of Operation, 
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bers of their staffs for military duty and 
had trained many more, that their work- 
shops had carried out a great volume of 
work unconne¢ted with railways, and that 
they had assisted the war effort in many 
other ways. The response of the staffs 
had been splendid, especially that of the 
running staff at the time of attacks on 
railways during the recent civil disorders; 
they had never failed to take out their 
trains. Station staffs, moreover, never 
knew when their stations would be 
attacked, as so often happened. 

Turning to the work of the Associa- 
tion, the President referred to the con- 
tinued efficient wagon-interchange organi- 
sation and control of wagon pools, which 
had direct and important influence on the 
transport position in India. In that con- 
nection he mentioned the sterling work of 
Sir Hugh Raper, Traffic Member, Rail- 
way Board, to whom the thanks of the 
Association were due. Shortage of 
materials had compelled_a relaxation of 
rolling-stock interchange rules without, 
however, encroaching on the safety factor. 

Post-war reconstruction as applied to 
railways was the President’s next theme, 
and he dwelt particularly on the subject 
of the future rating policy of railways. 
He dealt at some length with the present 
rating system, and a summary of his 
remarks are embodied in an editorial note 
elsewhere in this issue. He went on to 
mention the fluctuations of special rates, 
and said that there was now a tendency 
to reduce rather than increase their 
numbers. In considering rates and 
other matters connected with post-war 
planning, however, it was a question of 
hard work involving research, collecting 
data and studying the subjects from all 
angles and interests, rather than of ex- 
pressing ideas and opinions. 

Mr. Cordon concluded by recording his 
appreciation of the valuable assistance 
rendered to him during his term of office 
by Mr. Pick, the General Secretary of 
the Association, and by other members 
of the staff. 

Sir Edward Benthall, Member, War 
Transport Department, Government of 
India, began his address with a stirring 
commendation of the part played by 
Indian railwaymen in the war, as follows: 
‘‘Tn the last four years of trial and stress 
you and your men have made a notable 
contribution to the war effort of India. 
If you had not made this contribution, 

(Continued on next page) 


Left to right: Mr. S. Smith, Acting Locomotive Inspector, Exeter ; the Town 
Clerk of Exeter (behind Mr. Smith); the Mayor of Exeter; Mr. John 
Elliot, Deputy General Manager, Southern Railway ; Mr. W. J. England, 


Southern Railway; and Mr. A. Cunnington, 
Assistant Engineer for Lighting, Heating and Water, Southern Railway, at 
the Southern Railway fuel-economy 


conference held at Exeter on 


January 28 
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silently, not seeking rewards and praise 
but only results, day in and day out, ever 
pressing for a little more throughput of 
traffic and ever getting it, if you had not 
kept at it continuously, the war effort 
would not have reached its present pitch, 
and the conditions of life in India caused 
by ‘the strain of war would have been 
infinitely worse than they are. Without 
you no stores or troops can move, famines 
cannot be mastered, essential exports 
cannot be maintained, nor factories kept 
it work I am glad, therefore, in this 
gathering of railwaymen, to have the 
opportunity once again to thank you and 
your men on behalf of the Government of 
India for what you have done.’’ 

He went on to ‘say that, although the 
effect of Indian railways on _ overseas 
theatres of war could not be measured, 
their contribution of men, materials, roll 
ing stock, and munitions to the successful 


outcome of the Middle East war was 
remarkable He pointed out, however 
that there was much more to be done 
especially in matters such as _ fuel 


economy, although it 
that was far more difficult in view of 
quality of then being received 
There was a temporary shortage of coal, 
but the programme of coal raisings and of 
industrial and military activity was far 
ahead of anything previously 
plished and 1 tax the system 
utmost 

Finally, he congratulated the 
tion on accepting the 


was 


} 


realised that 
tne 


coal 


iccom 
woul to the 
Associa 
challenge to formu- 
late its ideas for future post-war p! inning 
ind hoped its Commercial Sub-committee 
would be able to present to the Post-War 
Planning Organisation a report to form 
the basis of a post-war rating policy 








Questions in Parliament 


Northern Railway Yard Explosion 

Mr. W. Thorne (Plaistow—Lab on 
February 10 asked the Parliamentary 
Secretary to the Ministry of War Transport 
if he could give any information in connec- 
tion with the explosion at a northern railway 
yard how 


many people were killed and 

injured and what was the cause of the 
explosion 4 

Major Arthur Henderson (Financial 


Secretary to the War Office), who had been 


asked to reply, said: I can, at present add 
very little to the accounts of this accident 
which have appeared in the press, but I 


should like to take this opportunity to 
express my deep sympathy with the rela- 
tives of the 12 persons who were killed and 
with the 66 who were injured. All the 
circumstances connected with this explosion 
are now being closely investigated, and a 
court of inquiry is being held this week to 
consider these circumstances 
Railways as Common Carrier 

Mr. Ralph Etherton (Stretford—cC.) on 
February 9 asked the Parliamentary Secre- 
tary to the Ministry of War Transport if 
he would state the reason for the Emergency 
Powers (Defence) Railways Order (S.R. & O. 
No. 72 of 1944) under which the railway 
companies were relieved of their obligations 
as common Carriers 


Mr. P. J. Noel-Baker (Parliamentary 


Secretary to.the Ministry of War Trans- 
port) stated in a written answer: As Mr. 
Etherton is aware, the pressure on the 
transport system is at present heavy and 
its capacity must, therefore, be used to the 
best advantage To this end, we must 
allocate traffic to the most appropriate 


means of transport, and we must restrict 
the acceptance of traffic which would cause 
congestion and delay. Statutory Rule & 
Order No. 72 accordingly relieves the rail- 
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ways of the obligation to carry goods which 
my department have designated as goods 
which should not be carried by rail. 


London Inter-Station Bus Service 

Mr. Bartle Bull (Enfield—C.) on Febru- 
ary 9 asked the Parliamentary Secretary 
to the Ministry of War Transport if he 
would state the number of termini served 
by the London Passenger Transport Board’s 
special buses run for the benefit of service 
men who had had to travel from one station 
to another and if he was satisfied that 


the arrangements which had been made 
were adequate. 

Mr. Noel-Baker The London _inter- 
station buses for Service men run from 
6.30 p.m. to 1 a.m. between five of the 


main-line terminals. According to the 
information which I[ have received the 
service is, in general, adequate for the pur- 
pose which it is designed to serve. 

Mr. Evelyn Walkden (Doncaster—Lab.) 
Is the Parliamentary Secretary aware that 
when trains come in during the night or are 
considerably late the buses to which he 
refers are not available; and is he aware 
that there is still grave dissatisfaction ? 

Mr. Noel-Baker There is no regular 
half-hourly service after 1 a.m., but there 
is some service during the hours | to 6 


Mr. Aneurin Bevan (Ebbw Vale—Lab.) : 
Is the Parliamentary Secretary aware that 
a great deal of inconvenience is now being 


caused to Service men in London and to the 
population generally, and that the trans- 
port services are quite inadequate ? 

Mr. Noel-Baker: If Mr. Bevan will find 
more labour and vehicles we shall be 
delighted to give a better service. 


Automatic Train Control 

Mr. H. C. Charleton (Leeds South—Lab.) 
on February 9 asked the Parliamentary 
Secretary to the Ministry of War Transport 
if he would state the number of accidents 
that had occurred on British railways 
which his inspectors had reported might 


have been avoided if some form of auto- 
matic train control had been in operation ; 
and how many lives were lost in these 


accidents since the committee which his 
department appointed to re-examine the 
problem of automatic train control issued 
its unanimous report in 1930. 

Mr. Noel-Baker: During the thirteen 
vears from 1931 to 1943, there were 23 
accidents, the reports on which showed that 
some form of automatic train control might 
have prevented or mitigated the effects of 


the accident In these accidents, 104 lives 
were lost 
Mr. Charleton Having regard to the 


given at the recent 
inquest after the accident at Ilford, in 
which a very respected Member of this 
House lost his life, will the Minister consider 
the desirability of bringing this railway into 
line with the Great Western Railway in the 
matter of automatic train control ? 

Mr. Noel-Baker: As Mr. Charleton is 
aware, when the war began, the L.M.S.R 
and the L.N.E.R. were experimenting in 
this direction. The Southern Railway, 
having experimented with automatic train 
control, adopted the system of coloured 
light signals, which it preferred. I will 
consider what Mr. Charleton has said, 
and see whether anything can be done. 

Mr. Charleton: Is the Minister aware 
that the officials of the Southern Railway 
agreed to automatic train control in 1930 ? 

Mr. Noel-Baker Yes, sir, but they 
changed their minds , 


evidence which was 


Ownership of Wagons 

Mr. W. Thorne (Plaistow-Lab.) on Feb- 
ruary 9 asked the Parliamentary Secretary 
to the Ministry of War Transport how many 
railway wagons were owned by private 
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owners; what were the biggest wagons 
that were now being used ; and how many 
were owned by the railway companies. : 

Mr.. Noel-Baker: There are approxi- 
mately 600,000 privately owned railway 
wagons, of which about 20,000 are of sp cial 
types. The remaining 580,000 were requi- 
sitioned at the beginning of the war. The 
railway companies own about 660,000, 
There are some specially constructed wagons 
which can carry loads of 50 tons or more, 
but the largest wagons used for normal 
traffic carry 20 tons. 

Mr. Thorne: Has the Government con- 
sidered the advisability of pooling all the 
wagons so that there will be better facilities 
for transport all over the country ? 

Mr. Noel-Baker: Apart from the 20,000 

spoke of, which would be more nuisance 


than they are worth, they are pooled. 


Government Public Relations Staffs 
Mr. M. Petherick (Penrhyn & Falmouth 
C.) on February 3 asked the Financial 
Secretary to the Treasury whether he would 
state the number of persons employed in 
the Public Relations and/or Press Depart- 
ments in every Government Department. 

Mr. R. Assheton (Financial Secretary to 
the Treasury As the answer contains 
a number of figures, I will, with Mr. 
Petherick’s permission, circulate it in the 
Official Report. 

The following is the answer: Che 
attached table gives for all Government 
Departments the particulars referred to 
The figures include all Public Relations and 
Press Department staff employed in this 
country, but exclude those serving overseas. 


Number of Staff engaged on Public Relations and 
Press Work at January 31, | 


Admiralty . — 115 
Agriculture & Fisheries, "Ministry of “ae 6! 
Air Ministry — sae ‘ 371 (a) 
Aircraft Production, Ministry of eon 27 
Colonial Office ... fe a oie ine 21 
Dominions Office isin oie 8 
Economic Warfare, Ministry of ai Pa tH 
Education, Board of ... ni aie ons 12 
Food, Ministry of aa _ me oak 70 
Foreign Office ... _— si ae 10 
Fuel & Power, Ministry ee as oan aes 22 
Health, Ministry of . 25 
Home Office and Ministry of Home Security 21 
india Office ae ona 19 
Inland Revenue _ _— inn wei 2 
Labour, Ministry of ... see ne Pre 24 
National Savings Committee ... ait jos 98 
Pensions, Ministry of ... sek _ ane 2 
Post Office aes ny sve én iI 
Production, Ministry of ‘ia hin ae 1S 
Supply, Ministry of . 136 (b) 
Town & Country Planning, Minisery of 5 
Trade, Board of.. , . one 27 
Treasury ‘ nae “— ! 
War Damage Commission 2 
War Office ose one aoe 530 (c) 
War Transport, “Ministry of ... wes ee 16 
Works, Ministry of ... sae nen ion 8 
Scottish Home Department ... 7 
The staff of the Ministry of Information em- 
ployed in this country numbers 2,719 


(a) Includes staff employed in the R.A. F. Film Pro- 
duction Unit and in the Photographic Dark Room 

(b) Includes 69 staff employed in the Publicity and 
Campaign Branch of the Directorate of Salvage and 
Recovery. 

(c) Includes staff employed on press conducting, 
censorship, and psychological warfare work and in the 
Film and Photographic service; also includes staff 
required for the Allied expeditionary forces, which is 
an entirely new commitment. 


Power Driven Craft on Canals 

Mr. A. E. L. Chorlton (Bury— on 
February 9 asked _ the Parliamentary 
Secretary to the Ministry of War Trans- 
port, whether, in view of the present 
congestion on the railways, he would take 
steps to equip a number of canal barges 
with diesel power units to make use of 
this economical means of transport, I 
view of the fact that the canal system was 
at present neglected and lengths of water- 
way had but a trifling number of power 
boats in use. 

Mr. Nocl-Baker, in-a written answer, 
stated: The Minister of War Transport 
has made every effort to help canal carriers 
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engines for barges and boats, 


o acquil 

ot in spite of the shortage of supply, 
the number of power-driven craft in use 
on inland waterways has increased during 
the last two years from 857 to 947. I am 
glad t sure Mr. Chorlton that since the 
Government placed the principal under- 
takings under its control vigorous measures 
lave n taken to make the greatest 
ise of inland waterways. 


Roadside Advertisements 


Captain L. D. Gammans (Hornsey—C.) 
m Fe iry 9 asked the Parliamentary 
Secret to the Ministry of War Transport 

in | plans for post-war road policy, he 
was D ired to seek the necessary powers 
a pro it road advertisements 

Mr vel-Baker [I am glad to assure 


Captain Gammans that I will take an early 
pportunity of considering his proposals in 
onsultation with the Minister of Town & 
Planning 

ing Albery (Gravesend—C.) : Will 
the Minister draw the attention of local 
s to the fact that they do not at 
nt exercise their powers ? 

el-Baker: Yes, sir 





Forth-Clyde Ship-Canal Project 
Major E. G. R. Lloyd (East Renfrew— 
ebruary 9 asked the Parliamentary 


Secret to the Ministry of War Trans- 
port, if he was in a position to state when 
the departmental committee considering 
he question of a Forth-Clyde ship-canal 
would mclude its deliberations; and 


uld its report be published 
Mr. Noel-Baker: I understand that the 
t ntal group which is considering 
tion of a Forth-Clyde Ship canal 
ni waiting information which may 
ceived before the end of February, 
r even later I cannot, therefore, predict 
v1 deliberations are likely to end. 
Since certain questions of national security 
involved, the Minister of War 
thinks it wiser to make no 
lecision about the publication of the report 
intil it has been received. 
Major Lloyd Is the Minister aware 
that there will be a definite demand for 
n of this report when the time 





Transport 


Mr. Noel-Baker Yes,. Sir. Of course, 
eration has been given to the point 
case of both sides must be made 





ind I fully agree, but there are 
matters which cannot be made_ publi 
nd the Minister of War Transport thinks 


etter to wait until we see the report. 





Parliamentary Notes 
L.M.S.R. Bill 


Petitions praying to be heard against the 
London Midland & Scottish Railway Bill 
lave been deposited by the Cheshire 
County Council, Cheshire Waterworks Com- 


pany, River Dee Catchment Board, Severn 
Fisher Board, Severn Commissioners, 
Cheshire Water Board, Denbigh 





County Council, Merioneth County Council, 
Chester Corporation, Montgomery County 
Coun Salop County Council, Trevor 
Lloyd-Jones, and others, River Dee Fishery 
Board, Staffordshire County Council, 

Cheshi Rivers Catchment Board, River 


Severn Catchment Board, and West Mid- 
lands Joint Electricity Authority. 
L.M.S.R. (Canals) Bill 


' Petitions praying to be heard against the 
Londor 


Midland & Scottish Railway 
Canals) Bill have been deposited by the 
River Dee Catchment Board, River Dee 
Fishery Board, Lancashire County Council, 
River Lime Catchment Board, Rivers 
Mersey and Irwell Catchment Board, North 
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Lonsdale Rivers Catchment Board, River 
Wyre Catchment Board, Colne Valley 
Water Mill Owners’ Association, Derbyshire 
County Council, Westmorland County 
Council, South Westmorland Rural District 
Council, Butterley Co. Ltd., R. R. White- 
head & Bros. Ltd., Ripley (Derbyshire) 
Urban District Council, Ulverston Urban 
District Council, Denbigh County Council, 
Flint County Council, Chester Corporation, 
Huddersfield Corporation, Kendal Corpora- 
tion, Lancaster Corporation, Montgomery 
County Council, W. D. Poppleton Limited, 
Salop County Council, Leicestershire 
County Council, Rural District Council of 
Ashby-de-la-Zouch, J. & A. Leigh Limited 
and others, Preston Rural District Council, 
Garstang Rural District Council, Lancaster 
Rural District Council, Lunesdale Rural 
District Council, Preston Corporation, 
Cheshire County Council, Staffordshire 
County Council, Cheshire Rivers Catchment 
Board, River Trent Catchment Board, 
River Severn Catchment Board, and Staly- 
bridge Corporation. 


L.N.E.R. Bill 
The London & North Eastern Railway 
Bill was read a second time in the House 
of Commons on February 8, and referred 
to the Examiners of Petitions for Private 
Bills. 








G.W.R. Ambulance 
Classes 


On January 31 a pleasing ceremony took 
place at the Great Western Railway Chief 


Docks Manager’s Office, Cardiff, when 
Sir Edward C. G. Cadogan, K.BP.E., C.B., 
M.P., Deputy Chairman, accompanied by 


Mr. K. W. C. Grand, 
Manager, Mr. W. J. Thomas, Chief Docks 
Manager, and Mr. L. E. Ford, Assistant 
Chief Docks Manager, met the secretaries 
of the ambulance classes at each South 
Wales dock, and also employees of the 
docks department who have received de- 
corations for meritorious service during 
the war. 

In the accompanying illustration Sir 
Edward is shown presenting the Athlone 
Bowl to Mr. G. H. Iles, divisional ambu- 
lance secretary for the South Wales docks 
division. As reported in our issue of 
January 28, this trophy is awarded to the 


Assistant General 
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division in the G.W.R. Ambulance Centre 
gaining the highest percentage of new 
members in proportion to the total num- 
ber of adult staff employed, and last 
session was the third occasion in four 
years that the South Wales docks division 
has qualified. 








Retired Railway Officers’ 
Society 


[he annual general meeting was held 
at the Great Eastern Hotel, Liverpool 
Street, London, on’ February 8, when the 


report and accounts for the year 1943 
submitted and adopted The total 
membership of the society is now 123, one 
less than at the end of 1942. Eight new 
members were elected during the year and 
two ordinary members made life members. 
The average attendance at the nine meet- 
ings held was 29; the difficulties of travel 
igain affected the attendance of members 
living at a distance from London. The 
accounts showed a credit balance of 
£51 3s. 6d., due mainly to the decision 
to revert to the pre-war member’s en- 
trance fee and annual subscription. As a 
tribute to the memory of the late Mr. 


were 


J. F. Gee, a donation of £10 10s. was 
made to the Railway Benevolent Institu- 
tion. 

Mr. J. F. Bradford proposed the re- 
election of Mr. H. R. Campfield, the 
President, for a second term of office. 
This was seconded by Mr. J. Pike and 
carried unanimously. The Hon. Trea- 
surer, Mr. J. W. Lovejoy, and the Hon. . 
\uditors, Lt.-Colonel Wilson and Mr, A. 
Howie, were re-elected, as was the Hon. 


Mills. Cordial 
these officers for 
year were 


pecretary, Major A. § 
votes of thanks to all 
their services during the past 
unanimously accorded. 

At this meeting also three new mem- 
bers were elected, namely, Mr. W. M. 
Perts, formerly Commercial Superinten- 
dent, Mr. J. G. Symes, formerly Assistant 
Estate Agent, and Mr. G. Ellson, lately 
Chief Engineer, all officers of the 
Southern Railway. Three members, 
Messrs. A. P. Parker, Major H. A. 
Watson, and Mr. S. Williamson, were 
elected life members. Mr. Parker was the 
Hon. Secretary of the Society from 1928 
to 1934. 





Sir Edward Cadogan, Deputy Chairman, Great Western Railway Company, presenting 
the Athlone Bowl to Mr. G. H. Iles (see accompanying article) 
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Notes and News 


Ouse Navigation Charges.—The Minis- 
ter of War Transport on February 1 made 
the Ouse Navigation (Increase of Charges) 
Order, 1944. 


Great Northern Railway Company 
(Ireland).—The next ordinary annual 
general meeting of the proprietors will be 
held in the Grosvenor Minor Hall, Glengall 
Street, Belfast, on Monday, February 28, 
at 12.30 p.m. ; 


L.M.S.R. General Meeting.—The 
ordinary general meeting of the London 
Midland & Scottish Railway Company 
will be held at Euston Station at 11.30 a.m 
on March 3 (see Official Notices, page 175). 


L.M.S.R. Special General Meeting. 

A special general meeting of the London 
Midland & Scottish Railway Company will 
be held at Euston Station on March 20, 
to consider the proposed application by the 
company to the Minister of War Transport 
for a warrant authorising the abandonment 
of the Monkland Canal. See Official 
Notices on page 175. 


Southern Railway Company General 
Meeting.—The annual general meeting of 
the Southern Railway Company will be 
held at Charing Cross Hotel at 11.30 a.m. 
on March 9. At the conclusion of ordinary 
business, consideration will be given te 
the making of a renewed agreement 
between the company and the Salisbury 
Railway & Market House Company. Details 
are given in our Official Notices on page 175. 


South Eastern Railway of Switzer- 
land.—Working receipts for 1942 of this 
private company amounted to fr. 2,480,000, 
against fr. 2,670,000 for 1941. Passenger 
receipts were practically unchanged at 








Left to right: Colonel the Hon. J. J. Astor, M.P. 
for Dover; the Mayor of Dover (Alderman J.R. 


Cairns); and Colonel Eric Gore-Browne, now 
Chairman of the Southern Railway Company, 
at the exhibition at Dover, of prints, photo- 
graphs, and so forth, opened on February 7, 
the centenary of the completion of the first 
railway to link Dover with London 
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fr. 1,610,000, but goods receipts (including 
those from luggage, livestock and mail 
traffic) decreased to fr. 860,000 from 
fr. 1,050,000. Working expenditure was 
fr. 1,640,000 (fr. 1,520,000). The profit-and- 
loss account showed a total income of 
fr. 916,000 (fr. 1,372,000). A scheme for 
the financial reconstruction of the under- 
taking, based on the Federal Law of 1939 
concerning financial assistance to be 
accorded to private railway and shipping 
companies, is under consideration. 


Works Manager Required.—A works 
manager is required for the Sierra Leone 
Government Railways for the duration cf 
the emergency or for one tour of 12 to 
24 months, whichever is the shorter. 
Details are given in our Official Notices 
on page 175. 

Westinghouse Brake & Signal Co. 
Ltd.—Net profit for the year to September 
30, 1943 was £173,274 (£164,711), adding 
£95,836 brought canes makes £269,110. 
The directors recommend a transfer of 
£15,000 (£10,000) to pensions account and 
the provision of £80,000 (same) for con- 
tingencies. The dividend for the year is 
again at the rate of 10 per cent. and in 
addition there is to be a bonus of 4 per cent. 
(24 per cent.), both tax, leaving 
£95,544 to be carried forward. 


less 


Madrid Metropolitan Agreement.— 
By an agreement signed recently, the 
Madrid Municipality is to participate in the 
receipts of the Madrid Metropolitan Rail- 
way. The Madrid Municipality is enabled, 
by virtue of the agreement, to influence 
decisions as to the construction of lines. It 
is stated that all differences of opinion 
between the two organisations concerning 
the railway company’s monopoly in the 
development of the underground system 
have been removed. 

Scottish Motor Traction Co. Ltd. 
This company, in which the London Mid- 
land & Scottish and the London & North 
Eastern Railway Companies have each a 
large shareholding, reports that for the year 
ended October 31, 1943, the profit on 
operations, after providing for all charges 
including depreciation, was £768,310 
(£690,401), and dividends from subsidiaries, 


interest, etc., were £397,149, making 
£1,165,459 (LI, 034,307). From this has 
been deducted £962,141 (£699,801) for 
income tax and E.P.T. and £4,145 for 


directors’ fees, leaving a net profit of 
£199,173 (£330,870), from which £32,498 is 
appropriated for preference dividend, less 
tax, and £30,100 (£154,000) is transferred to 
deferred renewals reserve. The dividend on 
the ordinary stock is again 8d. on each 5s. 
unit (or 134 per cent.), free of tax, and 


absorbs £134,130, leaving {£2,445 which, 
added to £22,049 brought forward, makes 


£24,494 to be carried forward. 


L.M.S.R. or Colvilles ?—In an action 
against the L.M.S.R. and Colvilles Limited 
in respect of an accident on February 14, 
1941, to Joseph Malley, who was injured 
while working in the yard of Colvilles 
Limited by an engine belonging to the 
L.M.S.R., the Glasgow Sheriff-Substitute 
held that the accident was due to in- 
sufficient warning and look-out by the 
enginemen, and he awarded the pursuer 
£1,350 damages against the railway com- 
pany. He did not accept the contention 
by the railway company that, at the time 
of accident, there was an arrangement in 
operation under which the enginemen were 
in the employ of Colvilles. On appeal to 
the Sheriff, negligence was admitted and 
the amount of damages was not disputed ; 
the only question at issue was whether the 
liability rested on the railway company or 
on Colvilles. The Sheriff found that the 
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enginemen were lent to Colvilles so as to 
be at the material time the servants of 
Colvilles, who were therefore liable. The 
Second Division of the Court of Session, to 
whom Colvilles appealed, has now recalled 
the judgment of the Sheriff and restored 
that of the Sheriff-Substitute. 


Steamship Lines and Air Powers,— 
In the Court of Chancery of the County 
Palatine of Lancaster, Liverpool D istrict, 
the Vice-Chancellor will on February 28 
hear petitions by Thos. & Jno. Brocklebank 
Limited, Bibby Line Limited, and the 


—_ 


British and Irish Railway 
Stocks and Shares 
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London Midland and Scottish Railway 
Company 
TOTICE is hereby given that the next ORDINARY 
N GENERAL MEETING of the London Midland 
and Scottish Railway Company will be held at Euston 
¢ ndon, N.W.1, on Friday, the 3rd day of 


Statior 
“ne h, 1944, at 11.30 a.m. precisely for the transaction 
f the ¢ ral business of the Company 
ROYDEN, Chairman. 
G. R. SMITH, Secretary. 
iston tion, 
London, N.W.1. 
17th ruary, 1944. 





“London Midland and Scottish Railway 
Company 


TOTI( is hereby given that aSPECIAL GENERAL 
N MEETING of the London Midland and Scottish 
Railway Company will be held at Euston Station, 
ondon, N.W.1, at the conclusion or previous adjourn- 
ment of the Special General Meeting to be convened 


for 12 »ck noon on Monday the 20th day of March, 
1944, for the purpose of considering and (if thought fit) 
wuthorising and approving the proposed application 


by th ympany to the Minister of War Transport 
under Section 45 of the Railway and Canal Traffic 
Act, 1888, as amended by the Ministry of Transport 
Act, 1919, and the Orders in Council made thereunder, 
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OFFICIAL NOTICES 


for a Warrant authorising the abandonment of the 
Monkland Canal, and also for an Order releasing the 
Company from all liability to maintain the before- 
mentioned Canal and from all Statutory and other 
obligations in respect thereof or consequent on the 
abandonment thereof. 

ROYDEN, Chairman. 

G. R. SMITH, Secretary. 
Euston Station, 

London, N.W.1. 
17th February, 1944. 





VERSEAS EMPLOYMENT. WORKS MANA- 
GER required for the Sierra Leone Government 
Railway for the duration of the emergency or one tour 
of 12 to 24 months, whichever is the shorter. Com- 
mencing salary according to qualifications and experi- 
ence in scale £475 rising to £840 a year. Free passages 
and quarters. Candidates must be fully-trained 
mechanical engineers with experience in the manufac- 
ture and repair of locomotive and in works manage- 
ment. 

Applications in writing (no interviews), stating date 
of birth, full details of qualifications and experience, 
including present employment; also identity and 
National Service or other registration particulars, and 
quoting reference No. O.S. 30 should be addressed to 
the Ministry of Labour and National Service, Appoint- 
ments Department, Sardinia Street, Kingsway, London, 
W.C,2. 
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Southern Railway Company 


OTICE is hereby given that the next ANNUAL 
GENERAL MEETING of the Southern Railway 
Company will be held at Charing Cross Hotel, Strand, 
in the County of London, on Thursday, the 9th day of 
March, 1944, at 11.30 a.m., for the purpose of receiving 
the Accounts for the past year and transacting general 
business. 

AND NOTICE is hereby further given that the 
Meeting will be made a Special Meeting for the con- 
sideration of the following matter, viz. : 

To approve the making of a renewed Agreement 
between the Company and the Salisbury Railway 
and Market House Company for the working and 
management by the Company of that Company’s 
railway for a period of 10 years from the Ist July, 
1944. 

T. E. BRAIN, 
Waterloo Station, Acting Secretary. 

London, 

17th February, 1944. 


FFICIAL ADVERTISEMENTS | intended for 
insertion on this page should be sent in as 
early in the week as possible. The latest time for 
receiving official advertisements for this page for the 
current week’s issue is 9.30 a.m. on the preceding 
Monday. All advertisements should be addressed 
to:—The Railway Gazette, 33, Tothill Street, West- 
minster, London, S.W.1. 











Cunard Steamship Co. Ltd. for an alteration 
in their respective articles of association to 


enable them to establish and work air 
services, etc. These proposed alterations 
have already been approved at extra- 


ordinary general meetings of the companies 
concerned. 

Canadian Pacific Railway Company 
—A dividend of 50 cents, equivalent to 


2 per cent. on each ordinary share of 
$25 each, is announced in respect of the 
year 1943. This is the first payment on 


the ordinary stock since the $1.25 distri- 
buted on each share, equivalent to 5 per 
cent. in respect of 1931. 

Mansion House Association on 
Transport.—The annual luncheon of the 
Mansion House Association on Transport 
is to be held at the Connaught Rooms, 
Great Queen Street, Kingsway, W.C.2, on 
March 21, at 12.45 p.m. for 1 p.m. After- 
wards (3.15 p.m.) the annual general meet- 
ing will be held at the same place. 

British Latin American Air Lines.— 
The registration of British Latin American 
Air Lines as a private company with a 
nominal capital of £10,000 in £1 shares is 
reported by Messrs. Jordan & Sons. Direc- 
tors are to be appointed by the subscribers, 
who include Lord Essendon, Lord Vestey, 
Sir P. Haldin, and Messrs. W. H. Davies and 
a W Booth. 

Canadian Pacific Railway.—Gross 
earnings for December, 1943, amounted to 
$27,283,000, an increase of $2,760,000 in 
omparison with December, 1942. In the 
working expenses of $22,265,000 there was 
an advance of $2,936,000, leaving net earn- 
ings $176,000 lower at $5,018,000. Aggre- 
gate gross earnings for the whole year 1943 
amounted to $297,107,000, an increase of 
$40,243,000 over those for the year 1942. 
The aggregate net earnings of $49,212,000 
m 1943 showed an improvement of 
$1,024,000. 

Institution of Mechanical Engineers. 
—At an informal meeting at 5.30 p.m. on 
February 25 there will be an open discussion 
on ‘“ Troubles, Breakdowns and _ their 
Cures A joint meeting with the Institu- 
tion of Civil Engineers will be held at 5.30 
p.m. on March 14, in the meeting hall of the 


latter Institution, when a symposium of 
papers on ‘‘ Contractors’ Plant’’ will be 
given. At a general meeting at 5.30 p.m. 


on March 17 a symposium of short papers on 


“Some Modern Aids in the Investigation 
of the Behaviour of Materials, Mechanisms 


and Structures ”’ will be given. There will 
be an informal meeting at 5.30 p.m. on 
March 24, when a discussion on “ Surface 





” 


Finish ”’ will be introduced by Mr. J. F. 
Kayser. 

Heavy Passenger Travel in India.— 
The Indian railway budget for 1944-45 
foreshadows increased fares, and other 
deterrents to, or restrictions on, travel, are 
stated to be possible in view of the fact that 
railway passenger traffic shows no signs 
of decreasing. 

Another American Railway Museum. 
—We learn that plans for the establishment 
of a Missouri Pacific Lines railway museum 
are rapidly taking shape. The museum 
will be on the eleventh floor of the St. Louis 
general office building of the company, and 
is being designed to reflect graphically the 
leading part this railway has played in the 
development of the West and South-West. 
Appropriate exhibits are being sought, 
either by gift or on loan. Consideration 
will also be given to articles typical of early 


life in the territory served by the railway, 
such as firearms, knives, harness, and house- 
hold utensils. The secretary of the museum 
committee is Mr. W. J. Burton. 








Contracts and Tenders 


Below is given a list of orders placed 
recently by the Egyptian State Railways :— 

Consolidated Pneumatic Tool Co. Ltd.: 
Pneumatic spares. 

General Electric Co. Ltd. : 
lamps. 

Foundary Equipment Limited : 
bearings. 

Stanton Ironworks Co. Ltd. : 
and sockets. 

Midiand Electric 
Cut-out bases. 

W. Canning & Co. Ltd. : Nickel-silver sheets, 

Alfred Herbert Ltd. : Coventry dies, 


Metallic filament 
Belts, ball 
Pipes, spigot 


Manufacturing Co. Ltd.: 











Derby Railway Institute, which was formally opened by Sir George Ernest Paget 


50 years ago (see editorial article on page 157) 
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Railway Stock Market 


Business in Stock Exchange markets 
tended to centre on high-grade investment 
stocks, and British Funds again showed 
an upward trend. The general tendency 
was steady, and confidence in the future 
was indicated by the small amount of sell- 
ing in evidence. The moderate volume of 
business passing in the stock and share 
markets Was attributed partly to prepara- 
tions now being made in the City for the 
new ‘‘ Salute the Soldier’’ savings cam- 
paign. Home railway junior stocks have 
been reactionary after the announcement 
of the maintenance of the L.M.S.R. divi- 
dend at 2} per cent., but declines on bal- 
ance were small, and it seems reasonable 
to expect that when markets become 
active, the yields on home railway juniors 
will attract a good deal more attention. 
The decision of the L.M.S.R. to add a 
further £400,000 to contingencies pre- 
cludes any improvement in dividend, but 
it is generally recognised that in any case 
only a fractional increase would have 
been possible within the limits of the war- 
time rental agreement. Possibly the 
tendency in the home railway market may 
be to await the annual meetings for any 
indication as to the proposals the railways 
may have in mind in regard to post-war 
problems. Great Western, L.N.E.R., and 
Southern junior stocks moved within 
narrow limits before the dividend an- 
nouncements, and changes on balance 
have been small On the other hand, 
prior charge stocks remained firm, and a 
number of further gains were recorded, 
including London Transport ‘‘A’’ and 
‘*B’”’ stocks; buyers were attracted by 


yield considerations and _ investment 
merits. 

The fact that the junior stocks are 
valued on a high yield basis is not due 
to the moderate dividends that can be 
paid under the wartime fixed rental, but 
reflects uncertainty as to post-war prob- 
lems. - The rental agreement makes pro- 
vision for renewals and maintenance, but 
there is uncertainty as to the eventual 
position in regard to abnormal wear and 
tear due to the increased pressure and ex- 
tent of wartime working. It is true that 
the railways will have the right to claim 
in respect of abnormal wear and tear, but 
this may be a matter of negotiation. It 
is probably because of this and the know- 
ledge of the large maintenance arrears 
which will have to be undertaken after 
the war, that the L.M.S.R. has decided 
to place a further £400,000 to contingen- 
cies. This is no doubt prudent if more 
than a very short view be taken. Never- 
theless, had the position as to abnormal 
wartime wear and tear been more clearly 
defined, it seems likely that a fractionally 
higher dividend might have been forth- 
coming for holders of L.M.S.R. ordinary 
stock. 

As compared with a week ago, Great 
Western ordinary stock has eased from 61 
to 60} at the time of writing; but the 5 
per cent. preference held its rise to 119}, 
and the guaranteed stock was fractionally 
higher at 130; the 4 per cent. debentures 
were again 114. L.M.S.R. ordinary, 
which was 33 a week ago, declined to 31} 
when sent out ‘‘ex’’ the dividend; but 
later the 
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tracted better demand. L.M.S.R. 1993 
preference was 61}xd. compared with 63) 
a week ago, the senior preference 78}xq. 
compared with 794, and the guaranteed 
stock 103}xd. compared with 1044. Pog. 
sibly yield considerations will bring jp 
better demand for stocks of the other 
main-line railways when they go ‘‘ xq” 
but it seems buying may not show markeg 
improvement until markets generally be. 
come active. N.E.R. second prefer. 
ence was fractionally lower on balance a 
333, compared with 33%, and in accord. 
ance with the prevailing tendency, the 
first preference eased from 61} to 61} 
L.N.E.R. first and second guarantee 
were maintained at 1003} and 923 respec. 
tively. Southern deferred eased fr m 24} 
to 243, but the preferred was maintained 
at 773. Southern 5 per cent. preference 
kept at 119; the guaranteed stock further 
improved to 130. London Transport ‘‘A 
and ‘‘B’’ stocks were in request 
higher prices; and the ‘‘ C’’ was 66. 

Although there was only a very moder. 
ate amount of business in Argentine rail- 
way stocks, the trend remained reaction 
ary. B.A. Gt. Southern ordinary was 13 
compared with 13} a week ago, the 5 per 
cent. preference 26, compared with 26} 
and the 4 per cent. debentures a point 
lower at 604. Elsewhere, United of 
Havana debentures were less active, but 
showed further improvement on balance 
from 28} to 29. Leopoldina debentures 
lost a point at 51. San Paulo ordinary 
declined from 52 to 50. French railway 
terling bonds were higher on _ balance 
Canadian Pacifics were active following the 
announcement of the resumption of 
dividends. 





yield of nearly 8 per cent. at- 








Traffic Table and Stock Prices of Overseas and Foreign Railways 





Traffic for week Aggregate traffics to date 
Week Totals 


Railways 
ending 


Increase or 
decrease 


Inc. or dec. 
compared 
with 1941/2 


Total 
this year 


No. of Weeks 


1942/3 1941/2 





£ £ 

161,590 16,370 

401,136 50,112 
5,292 603 


141,060 Ord. Stk. 
517,320 Ord. Stk. 
1,689,060 16,800 - ; 
4,162,472 439,680 on a 
me ys Dfd. 3 i: Ce 
794,811 259,673 Ord. ‘Stk. acce 
79,919 50,275 Stk 
20,590 5.430 | | Mt. Db. 
577,488 49,764 Ord. Stk. 
92,300 28,500 Ord. Sh. | 59/9 1 | 
$6,2.0,530 $1,085,119 eo pid } I 


Ist Pref. 23 W 
9,435 2,795 Sp.c.Deb.| 90 

156,129 71,069 Ord. Stk. 73 coun 
ps. 1,284,700 ps. 346,500 Ord. Stk. 1A send 
65,903 17,611 i es “ 
11,832 12,151 319 Ord. Sh. | 83/9 possi 
$1,645,034 $1,223,360 $421,674 Pr. Li. Stk. ui 
7 18,63 583,434 165,197 Pref. Brit. 

c 429,00 ¢ 320,000 c 109, ,000 — 
- Ord. Stk. 


40,710 34,416 6,249 | Ord. Sh. 
1,516,562 1,454,832 61,710 | Ord. Stk., 
7,125 6.224 > 


Ord. Stk. 


6 p.c. Deb. 
Bonds 


£ 
177,960 
451,248 
4,689 


3,146,700 
5,409,840 
1,696,860 
4,600,152 


1,054,484 
130,194 
26,020 
627,252 
120,800 
$7,285,649 


é 
82,560 
14,910 

4.689 


120,300 
220,980 

64,620 
169,689 


35,240 
15.80 5 
26,020 
20,136 
25,500 
$696,368 


~ 6,640 
49,616 


Antofagasta (Chile) & Bolivia 
Argentine North Eastern ... 
Botivar . ove 

Brazil ... 

Buenos Ayres & Pacific 
Buenos Ayres Great Souther: 
Buenos Ayres Western 
Central Argentine 


~= Own 
3.095 640 be t 
4,892,520 


t+++ 


Do 4 
Cent. Uruguay of M. Video. 
Costa Rica... oa 
Dorada 

Entre Rios... 

Great Western "of Brazil 
international of. Cl. Amer. 
Interoceanic of Mexico -- 
La Guaira & Caracas... ann 223 Jan 
Leopoldina inn ° 

Mexican me 1.44 ps. 593,800 
Midland Uruguay “ , 1943 17,647 
Nitrate ° eee ace ch. 6,394 
Paraguay Central $44,035 
Per vian Corporation 111,444 
Salvador eee ¢ 94,000 
San Paulo — 
Taltal ... ° 5,485 
United of Havana we 69,520 
Uruguay Northern ... eee 73 Nov 1,568 


a Wé 


of st 


+++++ 
++++4++4+ 


Dec., "1943 


z 


, 1944 6,640 
2.44 227,998 
ps.!,631 = 

8 514 


South & Central America 


= 


+++++4+ | 
\Ze2zi1zz=z 


Nov., " 1943 





== 


Jan., 1944 : 
5.2.44 Ui 


+++ 44414441 


-» 1943 
T} 


Canadian Pacific .| 17,034 7.2.44 1,075,200 159,400 5,862,400 4,701,400 1,161,000 | Ord. Stk. 


40,882 = a S86 OB; 
1,080,225 | Ord. Stk. ij 86 tts is 
1,066,399 - resed 

750,113 - num 


191,400 
9,161,775 
7,197,969 
5,321,558 


151,518 
8,051,550 
6,431,570 
4,562,445 


19,058 
939,400 
295,425 
197,410 


1,057 
85,625 
43 673 
24,449 


202 Dec., 1943 
Dec., 1943 
31.12.43 


20.12.43 


(Barsi Light ... 
) Bengal-Nag 2ur . 
Madras & Southern Mahratta 
bes Indian ... ° ose 


Indiet Canada 


439,257 Prf. Sh. | 
_ a = B. Deb. O: 
30,839 | + 423 196,644 190,328 Inc. Deb. d 
68,456 | + 7,866 1,933,466 1,833,420 -- ue 
935,918 + 139,543 29, 678, 819 27,634,695 2, 014, 114 a ask 
1,321,580 |— 51,483 | ~ — they 


prin; 


31.12.43 343,745 95,512 


Dec or 943 


Egyptian Delta 21,923 


Manila 

Midland of Ww. “Australta 
Nigerian eee 

South Africa ... 
Victoria 


2,813 


-| 1,900 
13,291 
4,774 Sept, 1943 





Note. Yields are based on the approximate current prices and are within afraction of +; Argentine traffics are givenin sterling calculated @ 16§ pesos to the é 
t Receipts are calculated @ Is. 6d. to the rupee § ex dividend 





